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DIESEL RAILWAY TRACTION 


The March issue of this Rateway Gazette Publication, 
illustrating and describing developments in Diesel Railway 
Traction, is now ready, price 2s. 








RESUMFTION OF PUBLICATION 

Because of an agreement between the Ministry of Fuel & 
Power, and the Periodical Trade Press & Weekly Newspaper 
Proprictors’ Association related to the ban on the use of fuel, 
it was agreed temporarily to suspend publication of THE 
Railway GAZETTE after the issue dated February 14, and 
issues which would have heen dated February 21 and February 
28 did not appear 
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Sir Robert Burrows on the Transport Bill 


ie his Chairman’s speech at the annual meeting of L.M.S.R. 
stockholders, Sir Robert Burrows dealt trenchantly with 
the provisions of the Transport Bill. He condemned the 
compensation proposals as “ pitifully inadequate” and said 
that had the railway companies put dividends first and allowed 
the track and equipment to remain merely in safe condition 
larger dividends would have been paid, but the railways could 
not have handled the wartime traffic. Moreover, the Stock 
Exchange quotation on which compensation was to be based 
depicted no account of the very many valuable revenue pro- 
ducing assets of the company. Although the words “co- 
ordination ” and “ integration ” were used freely in the debates 
on the Bill, the Bill itself gave no indication of how integra- 
tion was to be achieved. In fact, its main purpose seemed to 
be to create a vast monopoly without any promise of effici- 
ency. Since Sir Robert Burrows spoke, the Government has 
forced through the House of Commons a motion to impose a 
timetable on the Transport Bill. It is to be reported back 
from Standing Committee by April 2; three days are to be 
allocated for the Report stage and one day for the third 
reading. 
+ * 7 * 


Great Western Railway Dividend 


The net revenue of the Great Western Railway Company 
for the year 1946 was £7,981,769, which was £576,209 more than 
that for 1945. It included £297,466 made available in respect 
of the period before January 1, 1941, and also £245,074 from 
profits on the realisation of investments. The balance, after 
meeting interest and dividends on the pre-ordinary stocks, was 
£2,992,000. and the directors recommended the payment of 2 
final dividend of 3 per cent. on the consolidated ordinary 
stock, making 5 per cent. for the year, which is the same as 
that for 1945. The balance carried forward was £845,514. 
This is some £576,000 more than the amount brought in, and 
is equivalent to another 14 per cent. on the ordinary stock. 
It is clear, therefore, that the provisions of the Transport Bill 
now before Parliament, and to which the directors have had 
regard in making their recommendations, bear particularly 
heavily on G.W.R. stockholders. That Bill provides that 
dividends paid in the two years 1946 and 1947 must relate only 
to the net revenue earned in that period. 

* * * * 


Southern Railway and L.P.T.B. Dividends 


The Southern Railway directors on February 13 announced 
a dividend of 2} per cent. on the deferred ordinary stock in 
respect of 1946, which compares with two per cent. for the 
previous year. Their statement showed that the total net 
revenue, in the computation of which regard was had to the 
provisions of the Transport Bill, amounted to £7,184,536, as 
compared with £6,989,301 for 1945. With the balance brought 
forward of £67,795, the total available for distribution was 
£7,252,331, and after meeting interest and dividends on the 
pre-ordinary stocks, the amount remaining was £2.257,886. 
The balance carried forward after ordinary dividends was 
£12,574 compared with £67.795. Because of the ban on the 
use of fuel, the issue of the full accounts was delayed, but we 
hope to deal with them in our next week’s issue. On the same 
day the L.P.T.B. announced a net revenue of £4,695.825 as 
compared with £4,687,352, and the maintenance of the final 
payment on Transport “C” stock of 1} per cent., making 
3 per cent. for the year, the same as for 1945. 


* * * * 


L.N.E.R. Dividend Reduced 


The last of the four main-line companies to announce its 
dividend decision was the L.N.E.R. On February 21 the 
directors of that company stated that the net revenue for the 
year 1946 was £11,078,471. or £50,658 more than for 1945. To 
this was added profit on ealisation of investments, £33,311, 
and the balance brought forward from 1945 of £59,208, which 
made a total available of £11.170,990. They propose to pay 
on March 12 a final dividend of 23 per cent. on the 4 per cent. 
second preference stock, which, with the interim dividend of 
1 per cent. already paid, will make 33 per cent. for the year, 
as against 34 per cent. paid for 1945; the balance’ carried for- 
ward is £175,576. But for the restrictions of the Transport 
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Bil] it is clear that the 1945 distribution easily could have 
been repeated. The 1945 revenue included £281,562 arising 
from reserves no longer required, and there was a profit of 
£30,258 on the realisation of investments. Publication of the 
full accounts was delayed by the ban on the use of fuel, but we 
hope to deal with them next week. 


. * * 


Overseas Railway Traffics 


In our February 14 issue the traffic position of the Argentine 
Railways was reviewed for the fortnight ended February 1. 
On account of our suspension of publication since that date, 
necessitated by the fuel crisis, the results of the three weeks 
ended February 22 have now to be dealt with. Two 
adverse results were recorded on the Buenos Ayres Great 
Southern Railway in that period, decreases in the weeks 
ended February 8 and February 22 totalling ps. 1,030,000, 
against which there is to be set only a gain of ps. 7,000 in 
the week ended February 15. Central Argentine traffics con- 
tinued to show improvements in the first two weeks, but lost 
ps. 43.010 in the third, so that the net result for the three 
weeks was an advance of ps. 96,415. Gains over the three 
weeks on the Buenos Ayres & Pacific totalled ps. 149,000, and 
on the Buenos Ayres Western ps. 280,000. Entre Rios results 
maintained recent improvements except in the week ended 
February 15, when there was a decrease of ps. 7,100, but 
Argentine North Eastern traffics advanced throughout the 
period, gaining ps. 85,200. Some results are compared below:— 

No.of Weekly Inc.or Aggregate Inc.or 
week _ traffic dec. traffic dec. 


Buenos Ayres & Pacific* —— -- 88 77,612 + 1,908 
Buenos Ayres Great Southern* 34 - 
Buenos Ayres Western* oc 117 


Centra! Argentine* ... op A 43 
£ £ 
22,000 9,552,250 — 370,250 


£ 
Canadian Pacific _ .. 7 1,394,500 


C.P.R. results improved by £22,000 in the week ended Febru- 
ary 21, but showed losses totalling £404,750 in the two preced- 
ing weeks. 

* a * * 


Belfast & County Down Railway 

Gross receipts of the Belfast & County Down Railway in 
the year ended December 31, 1946, decreased by £123,391 to 
£390,621, as a result of the cessation of wartime traffic and 
competition from public and private road transport. The 
number of passengers, excluding season ticket holders, fell 
from 6,729.375 to 4,619,380. Goods traffic, in which the largest 
decrease was 15,959 tons under coal, coke, and patent fuel, 
showed a total decline of 46,874 tons. Working expenses for 
the year were £440,863, compared with £484,462, and the total 
net income showed a debit balance of £22,875, as against a 
credit of £42,098 in 1945. The directors regret that the results 
do not permit the payment of any ordinary or preference divi- 
dend. The absence of a profit in either of the six-month 
periods ended June 30 and December 31 is a position that has 
not occurred since 1926. The report recalls the issue of a 
White Paper by the Government of Northern Ireland on Janu- 
ary 8, 1946, stating the conclusion that the principal public 
transport interests should be merged into a single undertaking. 
Negotiations to this end have been proceeding, and it is urged 
that a settlement should be reached without delay. 


* * * * 


Mr. Edgar Alcock 


The suspension of publication resulting from the power cut- 
off has prevented previous reference to the attainment of his 
70th birthday by Mr. Edgar Alcock, Chairman of the Hunslet 
Engine Co. Ltd., which occurred on February 7. Mr. Alcock 
has been associated with a good deal of the history of the 
locomotive industry. He began his professional career with 
Aspinall at Horwich, and among his contemporaries have been 
Gresley, George Hughes, and O. Winder. He was associated 
with H. A. Hoy and the enormous 2-6-2 tank engines, and he 
followed that engineer to Beyer’s in 1903. He remained at 
Gorton through the critical years of 1908-12, when Garratt first 
brought forward his then novel articulated locomotive. Mr. 
Alcock left Gorton 35 years ago to become Works Manager 
of the Hunslet Engine Co. Ltd., of which eventually he became 
Managing Director, and, later, Chairman & Joint Managing 
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Director. During the recent war he took an active part jn 

labour conciliation, in which his frankness and candour over. 

came many difficulties. The drawings and designs of the 

“ austerity ” saddle-tank locomotives, for which his firm was 

responsible, he passed on freely to competing undertakings 

so that there should be no delay in meeting urgent needs, 
. . * * 


British Employees of Argentine Railways 

It is provided in the recent Anglo-Argentine Agreement 
that the employees of the British railway companies in Argen. 
tina shall be retained, at least for the time being, in their 
present positions, after the purchase of the undertakings, at 
their ‘existing conditions of service. Those whose salaries at 
June 30, 1946, did not exceed ps. 1,000 a year are to be 
retained at a monthly salary based on an average of the 
total received in the last financial year, excluding allowances 
and expenses. Members of the staff whose monthly salaries 
at June 30, 1946, exceeded ps. 1,000 will retain all the rights 
and benefits certified as being theirs from evidence produced 
by two senior officials of the general managements of the 
British companies, and regardless of whether or not they have 
written working or employment contracts. Staff in this cate. 
gory in the service of the British companies immediately prior 
to the transfer of the assets, will be given contracts for a 
minimum period of five years at conditions of service similar 
to those prevailing at the time. The categories embraced by 
this clause, says the agreement, include “even the general 
managers (whether or not they are directors of the British 
companies), accountants, legal advisers, and others with tech- 
nical or administrative specialisation.” 

* - * * 


Railways in Great Britain and the U.S.A. 


Sir William Wood, President of the London Midland & 
Scottish Railway, who has recently returned from a visit to 
the United States, has contributed an analysis of British and 
American railway conditions to The Yorkshire Post. He 
emphasises the point made in a letter to the Editor, published 
in our February 7 issue, that in the United States the major 
railways cover large route-mileages with relatively infrequent 
services, whereas here the distance involved is very small and 
the traffic density is very high. Commenting on the greatly 
increased use of diesel power, Sir William Wood says he 
travelled in one train from New Orleans to Chicago which 
runs daily in 16 hours at an average speed of over 60 m.p.h., 
including stops at most important cities. Since he was last 
in America, many long-distance trains have been introduced. 
mainly diesel hauled, and the diesel has replaced steam on 
various freight trains. There is little additional electric trac- 
tion, as coal and oil are much cheaper than in Great Britain. 
Practically all new stock is air conditioned, and a number of 
carriages have “cross,” instead of the longitudinal sleeping 
berths customary in America; some compartments have each 
type, one over and at a right angle to the other. 


* * * * 


Maintenance Work and Stations 


Sir William Wood found the permanent way in America 
bumpy in places because re-laying is in arrear as a result of 
shortages in steel and sleepers. There was not the same 
steady day-to-day maintenance work of partial renewal as 
is customary in Great Britain, as American practice favours 4 
general repair at intervals. He saw a few new stations in both 
the United States and Canada, almost all at terminal points, 
and in the massive style of their predecessors of recent 
years, such as the Union Station in Washington. Most 
of the wayside stations still have meagre accommodation com 
pared with those in Great Britain. Among the many new tech- 
nical advances in America are telephonic communication with 
moving trains by induction through carrier waves from ihe 
adjoining telephone wires or by radio. The steady interchange 
between the railways in both countries of technical practice 
and details has been resumed after a gap caused by the wat. 
Sir William Wood was asked many questions in both the 
United States and Canada relating to the nationalisation of 
transport in Great Britain, and he found amazement at the 
remarks made by the Chancellor of the Exchequer during the 
second reading of the Bill. 
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Mechanical Straightening of Rails 


In recent years considerable pressure has been put on British 
rail manufacturers, by certain consumers overseas, to substitute 
mechanical for manual rail straightening. It is certainly the 
case that roller-straightening leaves the rails in a condition of 
straightness that is as nearly perfect as possible, but there 
is a debit side to the account as well as a credit. Unless 
the rails come from their hot-straightening to the straightening 
machine in a reasonably straight condition to begin with, 
considerable damage can be done by the machine to the struc- 
ture of the steel, whereas a manual straightener would take 
cut bad kinks by gradual gagging; the machine, ruthless in 
action, takes everything in its stride. It is a striking com- 
mentary on this fact that copies of the German periodical 
Stahl und Eisen which reached this country in the latter part 
of the war showed that German railway engineers had had 
their confidence in roller straightening somewhat weakened 
by the development of longitudinal cracks under the rail-feet, 
in line with the web, which they were inclined to attribute 
to punishment of the rails while in course of straightening. 
This is the more surprising in that the German application 
of roller straightening to rails has always been regarded as 
the most efficient development of this method yet in use. 
It is the flat-bottom rail section that is likely to suffer more 
than the bull-head if unduly stressed in this way. 


* ~ * * 


Shareholders of Nationalised Railways 


The annual report for 1946 of the General Manager of Rail- 
ways & Harbours, Union of South Africa, a State-owned 
system, is entitled “ Annual Report to the Shareholders.” In 
it, Mr. W. Marshall Clark explains that he “is now reporting 
to the railway shareholders—the people of South Africa—the 
owners of £200.000,000 of capital assets.” At a time when 
both in Great Britain and in Argentina, to name but two 
countries, railway shareholders in the true sense are in process 
of becoming an extinct species, it is encouraging to see that in 
South Africa at least the name is still recognised. With all 
nationalised undertakings the citizen has a share in the State- 
owned business, although often enough he is not in a very 
good position to assert even the rights which appertain to the 
proprietors in a statutory or limited liability company. The 
private shareholder has certain advantages over the citizen. 
When he has bought his shareholding he can at best look 
forward to some return on his money, and at worst to the loss 
of the capital he has put up, knowing the hazards attending 
all business; if he becomes fearful of the future, he could, :f 
necessary, cut some of his losses by selling his holding. The 
citizen participant in a State undertaking cannot hope for 
any direct return on his “investment,” but if it is badly, or 
uneconomically administered, he knows that by higher taxation 
he will have to bear the brunt of any loss involved. 

* “ * * 


Diesel Advance on U.S. Railways 


By the end of 1946, no less than 12:2 per cent. of the entire 
passenger train-mileage of the United States was being worked 
by diesel-electric locomotives—a remarkable transformation in 
view of the fact that it was not until 1934 that the first diesel- 
electric passenger train was put into service, and that by 1936, 
ten years ago, the corresponding percentage was 0°4 only. 
Doubtless, the diesel proportion would be considerably higher, 
were it not for the suspension of the building of new passenger 
diesels during the war; with the large number of diesel stream- 
line trains now under construction, by the end of 1947 diese! 
locomotives will be taking a far larger share in passenger work. 
This is apart from their long-distance freight haulage, and the 
thousands of diesels now engaged in shunting, marshalling. 
and transfer work in the U.S.A. To concentrate repair and 
maintenance work, important sections of certain American 
main lines have been, or shortly will be, turned over exclusively 
to diesel power, such as the Santa Fe over the 459 miles be- 
tween Winslow and Barstow, on its main line to Los Angeles, 
and the Union Pacific over the 785 miles between Salt Lake City 
and Los Angeles. Even the New York Central System, which 
hitherto has remained loya' to steam, is preparing to turn over 
a number of its best-known expresses to diesel power, with 
Streamline equipment, as a result of favourable experience with 
diesel working on the ‘“ Twentieth Century Limited.” 
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Catching Up 


_ suspension of publication for two weeks which has 
been one result of the fuel crisis, and the consequent em- 
bargo on the use of fuel for industrial purposes over a large 
part of the country, has resulted in our being unable to deal 
as adequately as we would wish in the present issue with many 
matters which have arisen during the time we have been un- 
able to publish. The present article places on record a num- 
ber of these items as briefly as possible. In some cases we 
hope to make further mention of them in subsequent issues. 

One of the most important developments was the announce- 
ment that agreement had been reached for the sale of the British 
owned Argentine railways to Argentina. This matter is dealt 
with in some detail later in this issue. 

Consideration of the Transport Bill has continued in Stand- 
ing Committee of the House of Commons, but in view of the 
overwhelming majority wielded by the Government it is not 
surprising that few changes have been made in the clauses. 
A few minor points have been conceded by the Government, 
which accepted an amendment moved by Mr. Ernest Davies, a 
Labour member, designed to bring within the scope of the Bill 
facilities for accommodation throughout the transport system 
for road transport drivers and other workers. The Minister of 
Transport also undertook to examine views put forward by 
Sir David Maxwell Fyfe in an amendment designed to ensure 
that the Transport Commission should do nothing to prevent 
free choice by the user of that form of transport most suited 
to his requirements. Sir David Maxwell Fyfe also secured an 
assurance from Mr. Barnes, by moving an amendment to limit 
powers to construct and manufacture certain products, that the 
Government had no intention of bringing in through a “ side 
door” the whole group of industries connected with the manu- 
facture of railway equipment. 

On February 20, Mr. Barnes said the Government was con- 
cerned at the slow progress that was being made with the 
Bill, and suggested that there should be two extra sittings a 
week. There was considerable protest at this, and the pro- 
posal was withdrawn temporarily. On February 25, however, 
Mr. Barnes again brought up the matter, and it was agreed 
that there should be two afternoon sittings of the Committee 
each week. He said that he had hoped that the Bill would 
be through Committee by March 22, but, if it seemed a better 
alternative solution, the Committee could proceed until] April 
3. On March 3 the Government forced a motion through the 
House of Commons requiring completion of the Committee 
stage by April 2 and allocating three days for the Rerort stage 
and one day for the third reading. 

The Government White Paper, “Economic Survey for 
1947,”* which was issued during the fuel crisis, emphasises the 
grim economic position facing the country, and stresses the 
urgent need for increased national production. Prominence 
has been given to this “Survey” in the daily Press, and for 
the present purpose we will confine ourselves to its comments 
on railways. It points out that the railways have a large back- 
log of re-equipment and maintenance work to be done. In 
the summer before the outbreak of war, they carried 326 mil- 
lion ton-miles of traffic a week. During the war, the average 
was nearly 450 million ton-miles a week, and the load still is 
nearly 400 million ton-miles a week. The railways also had to 
carry a steadily increasing number of passengers. At the same 
time, their normal equipment programmes were drastically cut; 
the railway workshops went to munitions production; there 
was neither steel nor timber nor manpvower for maintenance 
on anything approaching the normal scale. 

As a result, the shortage of serviceable rolling stock has 
curtailed seriously railway capacity throughout the winter. 
The condition of the permanent way and shortage of timber 
sleepers may, in a few months’ time, make it necessary to im- 
pose speed restrictions in the interests of safety. These arrears 
of maintenance must be made good as soon as possible; other- 
wise increased production of coal and steel will be held up 
for lack of transport. 

Mr. A. E. Sewell, in an address to the Institute of Trans- 
port, gave a broad outline of the arrangements which main- 
line railways have in mind for dealing with goods rates. These 
are based on a new general merchandise classification which 


* Cmd. 7046. H.M. Stationery Office. 
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will pay greater regard to wagon loading. At the same time, 
it is proposed to continue the pre-war policy of closing small 
stations, and of using road facilities for collection and de- 
livery work to and from “key ” points. 

The four main-line companies have issued their net revenue 
statements and dividend announcements for last year. These 
are dealt with in detail elsewhere in this issue, but a point to 
which in other circumstances we should have devoted greater 
attention, is the manner in which the provisions of the Trans- 
port Bill now before Parliament have operated to deny to 
stockholders the benefits of monies set aside in previous years 
as reserves, or which have been realised from the sale of in- 
vestments purchased on behalf of the stockholders. The Bill 
lays it down that in deciding how much should be distributed 
in dividends for the two years 1946 and 1947 together, the 
Transport Commission is to ensure that dividends paid in 
these two years must relate only to the net revenue earned in 
that period. Therefore, if the boards in respect of last year 
had decided to distribute funds drawn from reserves, the Com- 
mission would reduce the payment in respect of 1947 by that 
amount. This provision has resulted in the stockholders of 
several of :he main-line companies receiving smaller dividends 
than probably would have been paid but for the introduction 
of the Bill. The funds available which have arisen by reason 
of the prudence of the directors in abstaining from distributing 
available revenue to the full in past years is now lost to stock- 
holders for all time. It is an ironical commentary, too, that 
in adopting conservative methods of finance, the effect may 
well have been not only to withhold permanently from stock- 
holders interest or dividends they might otherwise have re-, 
ceived. but also to have depressed prices of the stocks on which 
compensation is to be based. 

Construction is in progress of 125 corridor composite 
carriages for the L.M.S.R., as part of the company’s post-war 
programme of 800 new passenger vehicles. The coaches are 
60 ft. long by 9 ft. wide, and seat 18 first class and 24 third 
class passengers in seven compartments; the tare weight is 
31 tons 7 cwt. 

The coal position in Eire, which already had necessitated 
reductions of train services as from January 20, continued to 
deteriorate, and further cuts came into effect on February 17. 
Main-line passenger services were then restricted to three days 
a week, as against four days previously. Goods trains, also, 
were limited to three days a week, although deliveries con- 
tinued to be made on six days a week. The various suburban 
passenger services, which continued to operate on six days 
week after the January °20 restrictions, remained without 
further cuts, but on February 24 all main-line services except 
mail trains between Dublin, Cork, and Belfast were cancelled. 

The Indian railway budget, introduced in the Central 
Assembly. shows a decline of 23 crores in gross traffic receipts, 
and existing passenger fares have been increased by 1 anna 
per rupee from March 1; upward adjustments are also being 
made on certain special goods rates granted for various reasons 
which no longer apply. Ordinary working expenses are esti- 
mated at Rs. 1354 crores, a reduction of 234 crores. 


* * * * 


Railways and the Coal Crisis 


AS in certain quarters it is being represented that the present 
coal crisis in Great Britain has been caused by transport 
difficulties. it cannot be emphasised too strongly that the 
primary cause of the widespread cessation of industry is, 
beyond any doubt, inadequate coal production. The facts are 
that for months the railways and industrialists generally have 
been drawing attention to the very low level of coal stocks, 
but the requisite additional coal was not forthcoming. As 
the railway companies’ stocks of locomotive coal continued 
to decline, the companies arranged the cancellation of over 
1,300 passenger trains daily in December and January in order 
to facilitate train working generally and reduce coal consump- 
tion. 

Early in February, however, the general shortage of coal, 
particularly at electricity stations and gas works, was aggra- 
vated by a continuance of unusually severe weather through- 
out the country. Blizzards and ice hindered the normal move- 
ment of wagons from the collieries and on February 7 there 
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were 19,961 wagons of coal standing in colliery sidings which 
the railways were unable to move, and 75,632 wagons in 
transit, a total of 95,593 compared with a normal winter guan- 
tity of 67,500 wagons. Many lines were blocked by lhiuge 
snowdrifts; and frozen points and the icy conditions which 
prevailed underfoot in marshalling yards hampered the move- 
ments of shunters and others, and retarded traffic operations 
considerably. On that day the Government announced that 
no electricity would be supplied to the industrial consumers 
over a wide area of the country, and that domestic supplies 
of current would be cut off entirely for five hours daily. 

The severe weather conditions had not improved by Febru- 
ary 11 and the Government then decided that coal should be 
given absolute priority of movement over all passenger and 
freight traffic. On the next day the Prime Minister announced 
that its movement was to be dealt with as a major military 
Operation. He also intimated that he had appointed a Cabinet 
Fuel Committee under his own chairmanship, consisting of 
six cabinet ministers, together with the chairmen of. the 
National Coal Board and Central Electricity Board, and the 
Deputy Chairman of the Railway Executive Committee (Sir 
James Milne), for the purpose of keeping the fuel situation 
under review and authorising or recommending to the Cabinet 
such action as might be required to meet further developments, 
The Committee was charged also with the duty of preparing 
plans with the object of avoiding a similar crisis in the winter 
of 1947-48. 

The decision of the Cabinet that the movement of loaded 
and empty coal wagons was to be given absolute priority, 
and that passenger trains were to be cancelled in all cases 
where this would facilitate the movement of coal. regardless 
of any inconvenience which might be experienced by “passen- 
gers, completely altered the previous situation. Drastic further 
reductions were made in passenger services, and up to Febru- 
ary 22 over 3,500 main-line and local services were cancelled, 
representing a weekly mileage of over 350,000. Embargoes 
were placed on the acceptance of general merchandise in many 
places, and every means taken to facilitate the movement of 
coal and empty coal wagons. Despite the continuance and 
intensification of the most severe weather, the number of 
wagons standing uncleared at collieries was reduced from 
19,961 on February 7 to 2,786 on February 24, and the number 
of wagons at collieries, in transit, and waiting positioning by 
consignees was reduced from 95,593 on February 7 to 54,121 
on February 24. 5 

When it is realised that the number of loaded coal wagons 
normally in transit on any day during a winter month is 67,500 
it will be appreciated that the delay in the recommencement of 
industry certainly is not the responsibility of the railway coia- 
panies, particularly as 54,121 wagons represent only slightly 
over One day’s output from the collieries. The railway man- 
agements and their staffs deserve every credit for this achieve- 
ment in view of the appalling weather conditions which were 
experienced. A good deal has been said recently regarding 
the movement of coal during the crisis by road vehicles and 
coasting vessels, but it should be borne in mind that in normal 
circumstances the railways carry nearly 75 per cent. of the 
saleable output from the mines, and that thev 
over 3,300,000 
February 27. 


delivered 
tons of coal in the eight days ending on 
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Argentina Purchases Railways 


T= directors representing all the British-owned railways in 
Argentina, headed by Sir Montague Eddy, who have spent 
several months in Buenos Aires for the purpose of negotiating 
the terms of the transfer of the lines to Argentine ownership, 
have completed their task, not by participating in a new Argen- 
tina company. in accordance with the agreement reached be- 
tween Sir Wilfrid Eady and the Argentine Government, but by 
outright sale to the State. The agreed price is £135.000,000 for 
the railways themselves, plus £14,500.000 for the ancillary 
undertakings, making a total of £149 500.000, which compares 
with issued capital in shares and debentures of about 
£249,000,000. 
First messages from Buenos Aires were necessarily brief 
and recorded merely the purchase price, with an intimation 
that the transaction would take effect from July 1, 1946, sub- 
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ject to ratification in Great Britain and Argentina, the Argentine 
Government to pay interest at one-half per cent. a year from 
July 1, 1946, to the date of the completion of the purchase, 
which is the same rate as the British Government had agreed 
to pay on the outstanding Argentine sterling balances held in 
London—reported to amount to £126,000,000. 

On January 3, 1947, we drew attention to the agreement 
concluded for the sale of the three French-owned railways to 
the Argentine Government. The purchase will be effected by 
the Instituto Argentino de Promocién del Intercambio, which 
is the chosen instrument of the Argentine Government for the 
transfer to the State of commercial and trading operations car- 
ried on previously by private enterprise. It may be that the 
British-Argentine railway deal will be completed through the 
same agency and that ratification by Congress will not be 
required. 

On the other hand, the approval of the railway stockholders 
is not only indispensable, but is an intricate matter. Schemes 
must be evolved which will offer the proprietors equitable dis- 
tribution of the total purchase price between the different 
companies and, subsequently, acceptable allocation between 
one class of security and another. Doubless, the utmost will 
be done to reduce to a minimum the number of statutory 
meetings, but it would be unwise to disregard the complexi- 
ties inseparable from transactions of such magnitude. 

As happens not infrequently when deals of this kind are in 
contemplation, the concluding stages of the negotiations were 
jeopardized by conditions closely akin to stalemate, which 
were dispelled only by the timely intervention of H.M. Am- 
bassador at Buenos Aires, Sir Reginald Leeper. Ultimately, 
all parties accepted a tri-partite agreement, which involves not 
only British railway investors but the British and Argentine 
Governments. The deal transfers the ownership of the rail- 
ways to the Argentine Government and, in so doing, dis- 
charges a debt of £126.000,000 owing by the British Govern- 
ment for supplies of food and raw materials shipped to Great 
Britain during the war, but not paid for. It is to be noted, 
however, that the purchase price is £23,500.000 greater than 
the amount of sterling standing to the cré@dit of Argentina in 
London, and not the least interesting information awaited from 
Buenos Aires is the plan to provide the requisite additional 
finance. 

Although ratification of the agreement on the Argentine side 
may give rise to a certain amount of adverse comment from 
extremists among anti-foreign capital elements, it is not to be 
expected that the scheme will meet with serious resistance. 
The price hardly can be regarded as other than eminently satis- 
factory from the Argentine standpoint. During the last 
financial year the lines earned net revenue equal to 5} per 
cent. on the purchase price, which, in turn, is but a tithe of the 
outlay which would be required to build and equip the lines 
under present-day conditions. The attitude of stockholders 
to the agreement may vary considerably, depending to a large 
extent on the type of security and the company in which the 
investment is held. 

The capital structures of the different lines are widely dis- 
similar. On the one hand, there are the Buenos Ayres Great 
Southern and closely associated Buenos Ayres Western, 
in which companies the debenture stock interest payments are 
up to date and there are no outstanding arrears of interest on 
preference shares, none of which are cumulative. On the other 
hand, the Buenos Ayres & Pacific has been financed on a 
different basis. The system is composed of a parent company 
and two leased lines—the Argentine Great Western and the 
Villa Maria & Rufino—and inability to comply with rental 
agreements and guarantees applicable to numerous different 
types of debenture issues and shareholdings over a number of 
years has led to the accumulation of a formidable debit balance 
on net revenue account at June 30, 1946, of £12.873,832. Thus, 
whereas there should be little difficulty in devising an accept- 
able allocation between the various classes of stockholder in 
the B.A. Great Southern and B.A. Western Railways, the 
settlement of conflicting claims of different types of security 
in the three companies involved in the B.A. & Pacific under- 
taking may well demand patient negotiation; nor will the prob- 
lems be much simpler when winding up the Entre Rios and 
Argentine North Eastern companies, which have been the sub- 
ject of a number of schemes of arrangement in the course of 
their history. 
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The companies interested primarily in the sum of 
£14,500,000 to be received for subsidiary undertakings are the 
B.A. Great Southern and B.A. Western, which, together, hold 
investments valued at about £8,500,000, according to the last 
published accounts, and the B.A. & Pacific and Central Argen- 
tine, the balance sheets of which companies include invest- 
ments totalling about £3,500,C00. The extra-railway items 
covered by the £14,500,000 to be received from the Argen- 
tine Government vary widely from oil wells in Patagonia, 
which yielded nearly £80,000 in dividends last year, 
to very valuable and extensive lands in the port of 
Buenos Aires, modern city office buildings, hotels, golf 
courses, the flourishing B.A. Southern Dock Company and con- 
siderable stocks of stores destined for use in capital works 
which, doubtless, have been included among the ancillary under- 
takings. Apart from properties in Argentina, there are con- 
siderable assets in London which will swell the sum available 
ultimately for distribution. Among these are £2,592,000 of 
British Government stocks which, Lord Davidson told the 
stockholders at the last annual meeting of the B.A. 
Great Southern, were added to the company’s investment port- 
folio during the year ended June 30, 1946. 

Doubtless, the news of the sale of the railways has been re- 
ceived with mixed feelings by investors and by students of the 
economic ties which have linked Great Britain and Argentina 
for more than a century. The repayment of debentures which 
have yielded 4 per cent. or more for many years involves loss 
of income not to be made good readily by re-investment else- 
where. On the other hand, preference and ordinary stock- 
holders, who long ago ceased to receive dividends, probably 
will welcome the conversion of their investments into cash. To 
the British Treasury. the transaction brings the opportunity 
of discharging an important debt arising out of the last war. 
Furthermore, the important fact is not to be overlooked that 
from July 1, 1946, Great Britain ceases to receive £5,000,000 a 
year by way of interest guaranteed to British investors in re- 
spect of stock in the new Argentine railway company which 
was to have been formed under the terms of the Anglo-Argen- 
tine agreement signed last year. It is true that against this 
item of income there would have been one-half per cent. pay- 
able by the British Government in respect of interest on the 
sterling debt owing to Argentina, that is, £630,000 a year, but 
there would still have remained available annually £4,370,000 
for the purchase of food supplies for the people of Great 
Britain. 

It is particularly gratifying that the agreement guarantees 
equitable treatment of the British officers and staff who have 
served the companies and the country for so many years. 
Indeed, the absence of such an assurance would have been at 
variance with the highest traditions which have always charac- 
terised the relations between Britons and Argentines. 


Argentine Railway Purchase Division 


HE British Argentine Railway Council announced last week 

that although it was not possible when the terms of the 
sale of the British Argentine railways were made known ito 
state what would be the amount eventually available for 
allocation between the various classes of loan and share capital 
of the comvanies concerned, it decided that debenture and 
stockholders should be in possession of such information as 
was available. 

It added that it was imperative before the negotiating dele- 
gation left for Buenos Aires that it should know on what 
basis any sale proceeds would be divided among the respec- 
tive groups of companies, as it was only with this information 
that it could be in a position to form an opinion as to what 
terms might be regarded as accentable. The boards of all 
the British Argentine railways therefore appointed Binder, 
Hamlyn & Company, chartered accountants, to make a report 
as to relative values of the respective groups and adopted a 
scheme based on the recognised capital of the companies. 

The “recognised capital,” a term used in Argentina, has 
a special meaning under the Mitre Law, among other things. 
for calculating the earning vower of the companies. It was 
agreed by all the companies that this should be the basis of 
division of any sale consideration as the only general principle 
on which unanimous -agreement could be reached. Any 
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alternative, particularly the experience of past earnings, or esti- 
mated future earnings, was beset with so many problems and 
difficulties as to afford no generally acceptable basis. 

The price of the railway undertakings has been divided on 
this basis, after deducting from the total sum the price for all 
the ancillary and current assets included in the sale, which 
has been allocated to the companies which owned these assets 
in accordance with the respective values agreed by them. 
Therefore, the global sale price of £150,000,000 will be divisible 
among the companies as shown below:— 


Group 
Buenos Ayres Great Southern Railway Co. Ltd., 
including Bahia Blanca & North Western Railway Co. Ltd., 7 
Buenos Ayres Ensenada & South Coast Railway | 
Co. Ltd. 
(50 per cent.)Buenos Ayres Midland Railway Co. Ltd. 
Buenos Ayres Western Railway Limited, 
including ~ per cent.) Buenos Ayres Midland Railway Co. + 
Ltd. 


ee 


The value of London and certain other assets excluded 
from the sale is not included in the above figures. On the 
other hand, provision must be made for the inter-group and 
inter-company obligations and other commitments, including 
law suits but excluding law suits by or against the Argentine 
Government which, by agreement, are to be withdrawn. It 
must therefore be emphasised that it is impracticable at this 
stage to establish the amount of net proceeds ultimately avail- 
able for allocation between the various classes of loan and 
share capital of the several companies. 

This allocation will be established as soon as circumstances 
permit, and will be submitted as part of the proposals for the 
consideration of the holders of the various classes of loan and 
share capital when they will be invited, subject to the approval 
of the Court, to ratify the sale agreement and such allocation. 


Amount 


£50,557,222 


£17,510,044 


Buenos Ayres & Pacific Railway Co. Ltd., 
including Argentine Great Western Railway Co., Ltd.,a 
Villa Maria & Rufino ste Co. Ltd. 
Central Argentine Railway Limited 
Entre Rios Railways Co. Ltd. 
Argentine North Eastern Railway Co. Ltd. 


£32,959,748 
£40,819,498 
£4,208,757 
£3,944,731 


£150,000,000 
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Impending Rise in Railway Charges 


HE widespread cessation of industry in Great Britain 
caused by the recent coal crisis has given an air of 
unreality to the report of the Charges Consultative Committee* 
dated November 15, 1946, which has just been issued. The 
Committee was appointed on May 30, 1946, to advise the 
Minister of Transport as to the best method of adjusting the 
railway charges of the controlled companies and joint lines 
(other than the L.P.T.B.) including their dock, canal, and 
collection and delivery services, so that for 1947 their aggre- 
gate net revenues would approximate the sum of £38,633,000 
payable under the railway control agreement. The Com- 
mittee held a public inquiry which lasted 25 days. After 
giving effect to amendments in its figures for 1947, which were 
rendered necessary by information received during the pro- 
gress of the inquiry, the railway companies estimated the gross 
receipts at £347,647,000, the expenditure at £327,885,000, and 
the net revenue at £19,879,000, leaving £18,754,000 as the gap 
to be made good if the control account revenue of £38,633,000 
was to be reached. 

To meet the deficiency they suggested that railway charges 
generally should be increased to 36 per cent. above pre-war 
and dock charges to 60 per cent., and that the differential 
in favour of merchandise traffic, as compared with passenger 
traffic (25 per cent. as compared with 334 per cent.) should 
be disconunued. Most of the parties appearing before the 
Committee criticised the railway estimates of gross railway 
receipts as being much too low. 

The Committee concludes, however, that, based on a 
moderate view of full employment and production in 1947, 
the gross receipts will be £359,419,000 and expenditure 
£329,972,000, giving a net revenue of £29,447,000 or £9,186,000 
less than the fixed annual sum of £38,633,000. Further, as 
1947 would be a critical period in the industrial development 
of the country (how critical they could not possibly have 
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Fares and Charges of the Main-Line Railway Companies. 
Office. Price 3d. 
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imagined!) they recommended that the differential in favour of 
goods traffic, season ticket holders and ‘workmen should be 
retained. 

In considering the Committee’s recommendations, it js 
necessary to bear in mind that the last increase in railway 
rates and charges operated from July 1, 1946, when passenger 
fares were increased from 16% to 33} per cent. over pre-war, 
and goods train’ rates from 16} per cent. to 25 per cent. 
above pre-war. The Committee now recommends that 
passenger train rates and fares should be increased from 33} 
to 35 per cent. over pre-war, and goods train rates and charges 
from 25 to 30 per cent. over pre-war; that the existing charges 
for season tickets and workmen’s fares be continued; that dock 
charges on coastal vessels and their cargoes be increased from 
15 to 20 per cent. over pre-war, and that all other statutory 
dock charges be increased to 60 per cent. above pre-war. It 
also recommends that sympathetic consideration be given to 
the proposal that season tickets be issued to juveniles between 
the ages of 16 and 18, at two-thirds of the ordinary rates, 
irrespective of their wages, as compared with the existing 
arrangement under which half rate is charged where the 
weekly wage of such juveniles does not exceed 25s. It 
estimates that if these proposals were brought into operation 
on January 1, 1947, the aggregate net revenues would approxi- 
mate £38,501,000, or £132,000 less than the fixed annual sums 
payable under the control agreement. 

The Government’s views on the report were not made 
known until February 24, when the Minister of Transport 
informed the House of Commons that because of the un- 
certainty over the level of the traffic in the current year, the 
Government had decided not to take any action until after 
the end of March, when the position would be reviewed in 
the light of further experience of the trends of receipts and 
expenditure. If the trends were unfavourable the charges 
would be increased without delay. The Minister added that 
the dock charges would be adjusted soon and that he approved 
the Committee’s proposal in regard to juvenile season ticket 
rates. It is difficuly to see why the Government should have 
decided to delay taking action on the report. The Com- 
mittee’s proposals did not yield the whole of the sum required, 
and the two months’ delay which has already taken place 
means a loss of something like £14 millions. 

We suggest that at the end of March it will be quite im- 
possible to quantify the effect on railway earnings of the wide- 
spread repercussions of the cessation of industry throughout 
the country, and, therefore, to fix an appropriate level of 
railway charges. In the meantime the gap between receipts 
and expenditure is rapidly widening. Recent events will un- 
doubtedly have a very adverse effect on the future level of 
railway earnings, but unless the Government is prepared to 
allow railway charges to continue to be subsidised by the 
taxpayer generally, there would appear little virtue in post- 
poning a decision until the end of March 


* * * * 


Great Western Railway Company 


E net revenue figures and the dividend announcement 

of the directors of the Great Western Company are given 
on page 197. The report states that discussions are still pro- 
ceeding with the Government as to the war damage claim of 
the railway group and its contribution in respect thereof, but no 
definite settlement has been reached yet; no specific allocation 
therefore has been made in the accounts. The Government Bill 
for the nationalisation of all regular civil air transport services 
received the Royal Assent on August 1, 1946. The rail asso- 
ciated air companies operating regular services have been 
transferred to the statutory corporation, with the exception 
of Channel Islands Airways which has not been absorbed yet, 
as the Order in Council applying the Act to the Channel Islands 
has not been received by the Island States authorities. 

An agreement has been reached between the railways and 
the trade unions providing for the consolidation of the war 
advance for salaried and conciliation grades (amounting in 
the case of male adults to £73 a year, or 28s. a week) into 
basic rates of pay, with effect from July 1, 1946. The con- 
solidation of the war advance for workshop staff and certain 
other sections of the staff is receiving consideration. Approxi- 
mately 10,000 of the staff who served with the Forces had 
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returned to the company by the end of the year. The number 
of staff serving on December 31, 1946, was approximately 
3,800, of whom 600 were young men called up during the year 
1946. 
Results for the last three years are summarised below :— 

1944 1945 1946 

£ £ £ 
187,979,184 188,281,405 188,997,254 


142,273 
*269,299 
6,940,129 
1,649,855 


Total expenditure on capital account 

Joint lines—Company’s — net 
revenue a 

Miscellaneous receipts (net) . 

Netrevenue.. 

Interest on loans and debenture stocks . 

Dividends on rentcharge, guaranteed, and 
preference stocks... 

Balance after payment of preference « dividends 

Dividend on ordinary stock ... 

Rate per cent. ave 

Appropriation from contingency fund ins —— 150, 

Surplus or deficit (+ or —) . - -+- 18,522 —42,670 

Balance brought forward from, previous year 294,453 311,975 269,305 

Balance carried forward to subsequent year 311,975 269,305 845,514 
* Other than those included in financial arrangements with the Government 


Dividends on the ordinary stock for the past ten years have 
been as follow:— 
1937 1938 1939 

0 9, of 


142,273 
*272,982 
6,943,585 
1,649,855 


142,273 
*499,321 
7,467,390 
1,649,855 


3,339,914 

1,950,360 

1,931,838 
43 


3,339,914 

1,953,816 

2,146,486 
5 


3,339,914 

2,722,695 

2,146,486 
5 


576,209 


1940 1941 1942 1944 1945 1946 
;. «© #. £€ #*  «& #& 5 5 
Miscellaneous reczipts (net) from interest and dividends de- 
rived from investments in other undertakings, include £395,203 
from investments in associated bus companies, compared with 
£231,967 in 1945, and also £102,209, against £39,728, from 
Hay’s Wharf Cartage Co. Ltd. The balance sheet shows a 
total payment by the company of £18,049.614 compared with 
£18.266,851 a year previously to the trust fund in respect of 
arrears of maintenance in terms of the Railway Control Agree- 
ment. 

The report states that the directors will continue to press 
for the amount of compensation to be paid to stockholders 
under the Transport Bill to be determined by an independent 
tribunal in the event of nationalisation. 

The Bill in its present form contemplates the issue of British 
transport stock guaranteed by the Government in exchange 
for railway stocks. Assuming British Transport stock yields 
interest at the rate of 24 per cent. per annum, the stock- 
holders of the Great Western Railway, on transfer of their 
undertaking from January 1, 1948, will suffer a reduction in 
gross income as shown in the following table:— 


1943 


Income from 
British 
Transport Reduction in 
stock in annual income per 
exchangefor £100 railway stock 
£100 railway 
stock 


Income 

on £100 
(nominal) 
railway 

stock 
for 1945 


G.W.R. Stock 


Amount Per cent. 


w& 


24% debenture 

4% debenture 

44% debenture 

4; % debenture 

5 % debenture 

5 0) rent charge 

5 % consolidated guaranteed 

5 % consolidated preference 

5 % redeemable preference(1950) 
Consolidated ordinary ‘ 
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London Midland & Scottish Railway Company 


TT full report for the year 1946 of the London Midland & 
Scottish Railway Company again is in the modified form 
authorised by the Minister of Transport. The continued omission 
of statistics 18 months after the end of hostilities is regrettable, 
and adverse comment on the practice was made in the City 
columns of The Times when the accounts were issued. It was 
pointed out that little useful purpose could be served at this 
Stage by the omission of gross receipts and expenditure, aver- 
age fares, or the abstracts relating to maintenance and traffic 
expenses. The City Editor of The Times asked whether stock- 
holders were to be dispossessed not only of their securities, but 
also of any criterion by which they would be able to compare 
the results of State transport in the future with those of private 
transport in the past. 

One statement, publication of which has been resumed, is 
No. 5—Details of Capital] Expenditure, which shows that the 
total capital expenditure on the railway was £663,696, on the 
County Donegal Railways Joint Committee £1,126, and on the 
Northern Counties Railway (Ireland) £23,054. The total 
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capital expenditure shown in this statement, after allowing for 
various transfers, is £154,673. Statement No. 7—Capital 
Powers and Other Assets Available to Meet Further Expendi- 
ture on Capital Account, is also restored, but the abstracts 
which were published before the war and contained a good 
deal of useful information, are still omitted under the authority 
of the Ministry of Transport. 

The net revenue of the company for the year was £15,923,680, 
which compares with £16,218,741 for the year 1945. The net 
revenue distributable in respect of the year, ascertained in the 
manner prescribed in the Transport Bill before Parliament, 
was £15,923,680. After meeting interest on debenture stocks 
and dividends on the guaranteed 4 per cent. preference, and 4 
per cent. preference (1923) stocks, and on the 5 per cent. re- 
deemable preference stock, there is £3,010,127 available for the 
ordinary stock. Having regard to the terms of the Transport 
Bill, the board recommends a dividend of 2} per cent. on the 
ordinary stock, against 4 per cent. in respect of 1945, and the 
carrying forward of £392,060 to 1947. 

Dividends on the ordinary stock for the past 10 years have 
been :— 


1937 1938 1939 1940 1941 1942 1943 1944 1945 1946 
0 0 0, o/ 0, oO, 0, ° of of 
i$ Nil i} i4 2 a 2 4 23 
Results for the past three years are given in the following 
comparative table :-— 
1944 1945 1946 
.. 462,763,212 462,932,107 463,086,780 


Company’s nen of net 
ne 112,725 112,725 


*766,929  *895,839 
15,679,214 16,218,741 
4,439,170 4,439,170 
8,474,383 8,474,383 
2, 65,66! 3,305,188 
— 3,808,098 


4 
500,000 
—2,910 


Total expenditure on capital account 

Joint lines 
revenue ‘ 

Miscellaneous receipts (net) . 

Net revenue es 

Interest on debenture stocks ™ ere 

Dividends on guaranteed and preference stocks 

Balance after payment of preference dividends 

Dividend on ordinary stock ... ses 

Rate per cent. 

Appropriation from contingencies fund... - 

Wartime ae sea wed eas 400,000 

Surplus or deficit (+ Dias — 14,400 

Balance brought hates! from previous year 87,008 72,608 69,698 

Balance carried forward to subsequent year 72,608 69,6 8 461,758 


* Other than those included in financial arrangement with Government 
The miscellaneous receipts (net) include interest and dividends 
from investments in other undertakings, general interest, and 
profit on the working of the Northern Counties Railway (Ire- 
land). The profit on this railway was £68,572, compared with 
£282,851 in 1945. The return from passenger road under- 
takings was £921,951 compared with £508,885, and from asso- 
ciated goods road undertaking £124,412 against £57,017. 
During the year a special dividend of £196,000 was received 
from the Birmingham & Midland Omnibus Co. Ltd. on the 
winding up of its subsidiary companies. 

The balance sheet shows that the payment to the trust fund 
in respect of arrears of maintenance in terms of the Railway 
Control Agreement amounts to £35,428,943 as compared with 
£34,688,614 for the year before. 

The report recalls that the Transport Bill now in Committee 
of the House of Commons propo:es the issue of British Trans- 
port stock guaranteed by the Treasury, in exchange for rail- 
way stocks, and points out that if the British Transport stock 
bears interest at the rate of 24 per cent. per annum, and is 
valued by the Treasury at par at the date of issue, the holders 
of stocks of the L.M.S.R. will be subject to a reduction of 
income as set out below: — 

British Income Income 
Transport for 1946 on on 
Stock each £100 British 


foreach ofrailway Transport 
100 stock stock 


112,725 
*1,150,458 
15,923,680 

4,439,170 

8,474,383 

3,010,127 

2,618,067 
23 


+392,060 


Reduction in 

annual income 
per £100 

L.M.S.R. Stock 


LM.S.R. 
«stock 


amount 


s. . d. "— * £ 
4%, debenture ... oes ! 
5% redeemable deben- 
ture (}952) ... 
4% guaranteed 
4% preference... 
5% redeemable 
preference (1955)... 
4% preference sinpmaaaia 
Ordinary a 


per cent 


25-8 
45-6 
32-5 
46-6 
47-2 
60-8 
2 73-2 
The gross amount of ceaciee and dividends payable on the 
stocks shown above for the year 1946 is £15.531,620, whereas 
the assumed gross interest payable on the British Transport 
stock to be issued in exchange will be £8,445,830—a reduction 
of £7,085.790, or 45:6 per cent. The directors state that they 
will continue to press for the terms of compensation to be 
settled by an independent tribunal. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


A Swiss View of the Transport Bill 


Chemin de Fer Federaux Suisses, 
Direction Generale, Bern, 
Switzerland. February 19 
To THE Epitor OF THE RAILWAY GAZETTE 

Sik,—In your issue of February 7 you published an article 
entitled * A Swiss View of the transport Bill.” We read it 
with interest, but as we do not agree entirely with your 
correspondent, we beg to send you the following remarks. 
Your correspondent’s views are in no way representaiive of 
Swiss public opinion. They siand for themselves, and are sup- 
ported neither by the great parties nor by’a single one of the 
leading political newspapers. 

In matters of traffic, party politics do not play any part. In 
1898, for instance, as the Swiss private railways were being 
nationalised, middle-class parties were all in favour of the 
nationalisation. The voting was under the slogan: “No more 
foreign capital influences; co-operation of consigners and pub- 
lic; uniform tariffs for the whole country based on the lowest 
existing tariffs; and peaceful working with the staff.” 

At the voting on the financial reconstruction in 1945, as had 
been the case in 1898, there was a strong majority in favour 
of the Swiss Federal Railways. Nobody spoke of turning 
them again into a private enterprise. The extent of the reforms 
and various simplifications were the only points under discus- 
sion. The chief object aimed at was the recognition of the 
charges unduly imposed upon the railways. Therefore, 900 
million of the Swiss Federal Railways’ debts were taken over 
by the State, which created also a fr. 400-million working 
capital with variable interest, which acts as a share capital. 

Nothing was changed in the legal position of the Swiss 
Federal Railways: they still enjoy a wide autonomy; they are 
not incorporated into the central administration; they have 
their own administration, and a general management with three 
divisional managements, according to the Swiss federalistic 
principles. Parliament’s control of the budget, of the annual 
report, of the working hours Jaw, and of the staff statute were 
outside the discussion. 

There is no reason to speak of Parliament's interference in 
railway construction or working. As it is, Parliament’s in- 
fluences are neutralised by public and press criticism. It is 
just as false to pretend that railway syndicates form a sort of 
rival Government. Sometimes they do not agree with the 
Government, but this is quite normal. Moreover, there are 
joint committees of the administration and the staff, which play 
a consultative part. Besides, the staff has a representative in 
the board of administration. This has had very good results. 
as the Swiss Federal Railways enjoyed peaceful working, ro 
strikes, and excellent co-operation on all the lines. 

The tariffs and the timetable present ample evidence of the 
benefits of nationalisation. Let us recall here that since 1944 
the tariffs have been raised only by 7 per cent.. though the cost 
of living is more than 50 per cent. higher. Increased traffic 
and accelera‘ed electrification contributed to the much appre- 
ciated stability of the tariffs. 

The nationalisation of the railways raises no problem in 
Switzerland, and nobody criticises it. The Swiss people are 
satisfied with ther electrified and up-to-date railways, and the 
Centenary year 1947 will show how much they appreciate their 
national means of communication. 

We remain, dear Sir. 
Yours truly. 


E. WANNER 
General Secretary 


Transport Administration in Tropical 
Dependencies 
116, Royston Road, Mountain Rise, 


Pietermaritzburg, Natal, 
South Africa. February 22 
To THE EDITOR OF THE RAILWAY GAZETTE 
Sir,—Thank you for the kindly review of my book in your 
issue of February 14. I agree with your reviewer that, for 
smaller Colonies, the administrative system I recommend would 
have to be fined down a bit, but retaining the principle, which 
is, in essence, the addition to a State transport system of the 
balancing factor of a directorate. As things now are in the 
Crown Colonies, there is frequently in progress a tug-of-war 
between a transport general manager seeking to impose an 
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imperium in imperio, and a non-technical secretariat seeking 
to curb his actions. This engenders a lot of (often irritating) 
correspondence which the directive committee I recommend 
would abolish. 
| have in the book suggested that for smaller dependencies 
the principle could be retained with a simplification. A trans. 
port advisory board would be common to all, as this is q 
necessity to satisfy the commercial and shipping interests. 
Yours sincerely, 
G. V. O. BULKELEY 


2, Caxton Street, 
London, S.W.1. February 18 
To THE Epiror OF THE RAILWAY GAZETTE 

S1rR,—I have been reading your review of Mr. Bulkeley’s new 
book: “ Transport Administration in Tropical Dependencies,” 
There is one point which you make on which perhaps I can 
throw some light. You suggest that possibly the annual report 
of the Nigerian Railway is too bulky and detailed for the im- 
portance and size of the railway concerned. To be fair to 
Nigeria, it should perhaps be explained that the Nigerian Rail- 
way administration has, like most other Colonial railway 
administrations, adopted the practice which we developed on 
the Kenya & Uganda Railways & Harbours administration 
during the 10 years prior to the war. 

| was anxious to see that members of the public of these two 
colonies, who are in a sense shareholders of the railway and 
port, had the fullest information regarding the working of their 
system. 

My policy in doing this was criticised at times by rail- 
waymen and in Government circles, on the grounds that | 
was providing too much information which was not always fully 
understood. However, I remain convinced that in a colony such 
as Kenya, the policy of full publicity is a right one, and, in the 
course of time, railway policy grew to be understood and 
appreciated and we obtained much support in difficult times. 

You will know also that before the war the General Manager 
published at intervals a bulletin, which explained in simple 
terms some of the outstanding problems which were interesting 
or disturbing to users of the railway. From all this, you will 
see that the information so published was provided on the 
initiative of the management, and not specifically at the request 
of the Government or the Colonial Office. Much of the data 
was required in any case for managerial and departmental pur- 
poses, and therefore did not represent any actual out-of-pocket 
expense so far as the necessary collection and preparation were 
concerned. 

During the “war, of course, all reports had to be abridged 
owing to the shortage of paper, but no doubt, after this short- 
age disappears, the reports will then appear as before. 

Yours sincerely, 
ae G. D. RHODES 

[Brigadier-General Sir Godfrey D. Rhodes, C.B., C.B.E., 
D.S.O., was General Manager of the Kenya & Uganda Rail- 
ways & Harbours from 1928-1941.—Epb., R.G.] 


Fifty Years of Rail Transport 


24, Alfred Street, Swindon, 
Wilts. February 6 
To THE Epiror oF THE RaAiLWway GAZETTE 

Sik,—As one who should be able to give an unbiased opinion 
of clerical promotion, etc., in the railway service—I have just 
left the L.N.E.R. after twelve years with this company—may | 
add the following comments to the correspondence which has 
passed already? 

Right from the time I left school and joined the service, | 
was given every opportunity to learn all there is to know of 
my chosen career, and I was encouraged by what I regarded as 
the probability of a traffic apprenticeship. My efforts to lear 
must have been recognised, for on return to the company after 
six_ years’ war service, I was taken into a district manager's 
office and given every opportunity to learn all the work, includ- 
ing that of my chief (Class I). 

_ This is all very reasonable, but there is at least one other 
side of the picture. I took the traffic apprenticeship examina- 
tion—one entrant of nearly 400 sitting for seven places—rather 
long odds, especially when one bears in mind that pre-war very 
few successes came from district offices or lower. I do not 
delude myself that I am better than 399 other hopefuls—equal 
to, yes, but not better. So the traffic apprenticeship examina- 
tion as a means of promotion was ruled out. Now, just what 
are the prospects of getting a Grade IV position at 29 years 
old? I have watched promotions for the last twelve months, 
and have come to the conclusion reluctantly that there is little 
chance before 35. I agree that the management maintains the 
right to promote the most suitable applicant, but, unless the 
senior applicant is selected, there will be bitter complaints from 
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the more senior rejects, and probably the union. This causes 
staff dissension, which, in turn, leads to poor work, and also 
means that the young man with ability has to wait for promo- 
tion, a state of affairs no manager would wish to encourage. 

This promotion system by length of service has two draw- 
backs: (1) An ambitious young man knows that promotion is 
unlikely, to say the least, and he leaves the service to get his 
promotion; and (2) the clever young man thinks promotion will 
come inevitably, though not until later on in his life, feels 
frustrated, and leaves the service or deliberately stagnates 
until promotion time. " 

Now why this fuss about promotion? Here I can speak 
with authority. The scale of salary for a single young man 
allows of nothing more than an existence until he is 28 to 30, 
and then it is reasonable to suppose he will want to get married, 
and once more the salary only permits an existence. 

In conclusion, it would appear that under present staff promo- 
tion arrangements, the company either loses its best young 
men altogether (the men with ambition, brains, and initiative) 
after ten years or so of valuable training; or it retains young 
men who have lost their ambition, their initiative, and who 
know their work need only just satisfy and do not bother to 
give of their best. I have mixed feelings about the college- 
educated traffic apprentice. I respect his brains, but I hold in 
utter contempt his ability to get good work from workmen. 
Is it to be wondered that the railways are in their present un- 
doubtedly difficult position, and that the present owners are 
likely to be bought out? 

Yours faithfully, 
H. H. NEECH 


[Mr. Neech overlooks that a mass of routine work is per- 
formed by the railway clerical staff, of whom a large propor- 
tion—possibly 40 per cent—remains in the lowest grade 
throughout their service. | We understand that the L.N.E.R. 
practice is to advertise vacancies and select the most suitable 
applicant for promotion; ke may, of course, in many cases, be 
the senior candidate. Mr. Neech’s remarks about “ the college- 
educated traffic apprentice” can hardly be correct. We feel 
sure that a railway company would not retain university men 
who are taken on trial, if they could not work well with the 
ordinary staff£—Ep., R.G.] 


2 London, N.W. February 19 
To THE Epitor oF THE RAILWAY GAZETTE _ 
Sik,—In a letter published in your February 14 issue, Mr. H 
Hill writes about “the traffic man, he who does the actual 
job without being examined and tutored.” His first example 
of the species is a signalman. Years ago, signalling schools 
were established for the instruction of beginners, and a signal- 
ling inspector examines everyone before he is admitted to the 
grade, and also tests the qualifications of signalmen before 
they are promoted to important boxes. Similarly, a porter 
has to pass a test before he is allowed to act as guard 
There is a ladder of promotion for every grade, but it will 
seldom elevate wages grade men to posts which are sought by 
members of the managing and clerical staff. Inspectors and 
controllers are in a different category, and many of them reach 
high positions in the railway service. ; 
Yours faithfully, 
VETERAN APPRENTICE 


{Riding Qualities of Multiple-Unit Trains 


73, Abingdon Road, 
; _ London, W.8. February 10 
; To THE Epiror oF THE RAILWAY GAZETTE 
Sir,—There has been some correspondence in your columns 
recently concerning the riding qualities of the Southern Rail- 


Way main-line electric stock. Another factor which con- 
tributes much to the passengers’ comfort is absence of noise 
and after six years’ service abroad I was astonished at the 
extent to which the Brighton main line has deteriorated in 
this respect as compared with pre-war conditions. Roaring 
rails now seem to be the rule and not the exception, and it is 
necessary to close all the windows in summer in order to 
hear one’s neighbours speak. 

It is agreed generally that the operation of multiple-unit 
rolling stock has many advantages, but is it not time that 
we progressed beyond the rope-suspended traction motor? 
Its simplicity has made it universal for tramears and suburban 
trains, but its large unsprung weight, which appears responsible 
for the work-hardening of the rails, is hardly suitable for 
express speeds. 

A recent description of a new Swiss locomotive showed how 
two 1,000-h.p. motors could be built into a motor bogie in- 
corporating flexible couplings in the drive to the axles, and 
fully-sprung suspension of the motors. This principle could 
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be applied no doubt to multiple-unit stock where the horse- 
power per bogie is only of the order of 500. An alternative 
might be the Pennsylvania Railroad quill drive, using moulded 
rubber units in place of coiled springs, which was described 
in your Diesel Railway Traction Supplement of December, 
1946. 

Another objectionable noise on the Southern Electric, which 
is very noticeable after travelling on overseas electric railways 
having overhead conductors, is the rattle caused by the collector 
shoes hanging idle on the opposite side to the conductor rail. 
This noise, which sounds like someone shaking a can full 
of nails, is not deafening, but it does form a continuous back- 
ground which soon becomes tedious. A form of spring-borne 
shoe on the lines of the L.P.T.B. design illustrated in your 
December 6, 1946, issue, should eliminate this nuisance. 

It is to be hoped that consideration of these matters will 
be undertaken by the engineering staff before the new electri- 
fication schemes are commenced. or we shall have more pas- 
sengers expressing regret at the demise of the locomotive-hauled 
train. 

Yours faithfuily, 
R. M. TYRRELL, 
Captain, R.E. (Transportation) 


Snow Ploughs 


13, North Gardner Street, 
Glasgow, W.2. February 12 
To THe Eprror oF THE RAmLway GAZETTE 

Sir.-The British railways appear to be remarkably ineffi- 
cient when dealing with snow, and this is due, presumably, to 
lack of foresight in the provision of suitable equipment. Once 
snow has been blown into drifts, it packs tight—then it is 
practically impossible to clear the tracks by the brute force 
of a V-shaped plough. 

The way to keep tracks clear is to start ploughing when 
the storm begins, and then to keep up a sufficiently frequent 
service of ploughs—though in a really bad storm even this is 
not of much use in cuttings. At the time of writing there are 
400 men working on a two-mile stretch of line west of Wood- 
head Tunnel, L.N.E.R.—three tracks are still blocked, but the 
fourth is being kept open by a cruising plough. Traffic is vir- 
tually at a standstill. Four hundred men in two miles—a very 
expensive business! 

Rotary snow ploughs, operated by diesel or steam, are the 
only satisfactory types for this work—not only do they dig 
out the snow, but they throw it clear of the tracks. If the 
railways had had the foresight to employ rotary ploughs, as 
well as to make intelligent use of the V-shaped ploughs, during 
the last ten years, the machines would have paid for themselves 
many times over, and the railways and industry would have 
been saved a very considerable amount of money. 

Yours faithfully, 
G. RICHARD PARKES 


British Railways and the Civil Service 


Sussex. February 15 
To THE Eprror oF THE RAILWAY GAZETTE 

Sir.—There seems to be a general impression in this country 
that the Government organisation or central administration to 
control the railways, when nationalised, will take the form of 
a vast secretariat staffed by hundreds of permanent civil ser- 
vants having no knowledge whatsoever of railways and their 
administration. If this surmise is correct, will you or one of 
your readers be kind enough to explain why this should be 
necessary? In other countries and the Dominions the State- 
owned and worked railways are not, I gather, inflicted with 
anything resembling such an incubus. 

Certainly in India—unless there have been great changes 
in recent years—the 40,000 route-miles of railway are con- 
trolled by the Government through the medium of the Railway 
Board Secretariat, which is officered, virtually to a man, by 
railwaymen, except in the Finance Branch, and even there it is 
unusual for an officer to have no railway experience. The 
clerks in the Board’s office, who are not unduly numerous, are 
either appointed from the railways or trained in central rail- 
way administration from their youth. The result is that there 
is—for a Government office—a maximum knowledge of rail- 
way operation and administration and a minimum of red 
tape. 

As a temporary civil servant during the war, the writer had 
all too much experience of the hidebound outlook and com- 
plete lack of initiative that pervade the middle and lower 
grades of the permanent service. It will be an evil day for 
our railways if and when they are saddled with this deadweight 
securely lashed with red tape. 

Yours faithfully, 
“ INQUIRER ” 
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The Scrap Heap 


Rationing of passenger traffic was 
avoided during the war. It seems that 
one repercussion of the present coal crisis, 
which has retarded the repair and con- 
struction of locomotives and carriage 
stock, may make traffic rationing impera- 
tive for dealing with the summer holiday 
traffic. 

* * a 
£4,000 a YEAR TAX FREE 

Taxation has cut the value of the Prime 
Minister’s £10,000-a-year salary by nearly 
half. So—Mr. Dalton, Chancellor of the 
Exchequer, told Parliament—the _ first 
£4,000 is to be treated as expenses, free of 


income tax. If taxed to the hilt, Mr. 
Atlee would collect £2,743 10s. of the re- 
maining £6,000, giving a net income of 
£6,743 10s. To draw this, an ordinary in- 
come-earner would need a _ salary of 
£45,166. Ten years ago the Prime Minis- 


ter’s £5,000-a-year salary was doubled “to 
enable him to discharge the public duties 
indispensable to his office.’—From_ the 
* Daily Express.” 
* » a 
SOLOMON SPEAKS 

Two women in a railway carriage argued 
about the window, and at last called the 
conductor as referee. 

‘If the window is open.” 
‘I shall catch a cold, 
die.” 

‘If the window is shut,” the other 
nounced, “TIT shall certainly suffocate.” 

The two glared at each other. The con- 
ductor was at a loss, but he welcomed the 
words of a man with a red nose who sat 
near. Said he: 

“ First open the window. 


one declared, 
and will probably 


an- 


That will kill 


one. Next shut it. That will kill the 
other. Then we can have veace.”—From 
“The South Australian Railways Institute 


Journal.” 
* . * 


” 


** PASSED TO YOU 

Mr. J. W. Belcher, Parliamentary Sec- 
retary to the Board of Trade, told a Press 
conference that he thought the Board of 


Trade had “done a good job” in de- 
requisitioning industrial premises and 
handing them back to peacetime use. 


While he was patting the Board of Trade 
on its corporate back, he was speaking in 
a requisitioned building—the palatial 
offices of Imperial Chemical Industries on 


Giles 
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Millbank, which the Board has taken for 
its home (or one of its homes). Somebody 
asked Mr. Belcher when the Board of 
Trade was likely to “derequisition” its 
own headquarters. He was ready with an 


answer. 
The Board of Trade, he explained 
blandly, is not responsible for requisi- 


tioned office buildings, but only for indus- 
trial space. Although the Board occupies 
the I.C.I. building, its “ landlord ” is the 
Minister of Works, and it is to this Minis- 
ter that questions should be put about de- 
requisitioning. Did somebody murmur 
“Passed to you”?—From ‘“ The Man- 
chester Guardian.” 
*~ * os 


PREVIOUS EXPERIENCE UNNECESSARY 

An ambitious young man anxious to 
make his way in the ‘world, went to the 
Principal of a commercial training college 
and asked what it would cost him to train 
for a post as General Manager of a rail- 
way. 

‘I’m afraid it will take about 10 years 
and some hundreds of pounds in fees for 
that,” said the expert. But,” he added 
encouragingly, “for £50 down and about 
three months’ training, we could qualify 
you to become a Member of Parliament. 
when you can tell any of the general mana- 
gers how the railways should be run.” 

* * * 


100 YEARS AGO 


THE RAILWAY TIMES, March 6, 1847 


From 





AILWAYS.—The Advertiser, a Young 

Man aged 20, wishes fora situation as Porter, or in 

any capacity where honesty, sobriety, and strict attention are 

required. Can have a good recommendation from the place 

he is about to leave. Direct (pre-paid) to A. B., Mrs. Hib- 
don’s, 2, Church-street, Minories. 


G EORGE 
XI HOTEL, 
for the liberal p atronage bes 


vears, res espectfull ly s 
Gentlemen to his H 





WENDEN, FOUR SWANS 

Desig Slade -STREFT, ever grateful 

ed uy n him for so many 

yn of Families and 

s that they will meet 

ith good accommodation, « i with comfort, cleanli- 

ness and economy. It is easy of access from all the different 

railway stations. A watchman kept to receive and call 
visitors at any hour, 






VHE MIDL AND RAIL Ww AY.—The Mid- 
ian pared to receive Loans 
for p sriods of Three, Five, 
s than £1,000 each, at 
per cent. per annum, 









or Se 
interest after the she of £4. “10s. 
payable half-yearly. 

Application to be made to the Secretary, at the Company’s 
Office, Derby 

By order, 
J. F. BELL, Sceretary. 
Fel). 23rd, 1847. 
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ROBBERY UNDER ARMS 


The Treasury was always a hard task. 
master. But honesty in fulfilling Obliga- 
tions to the individual was absolute ang 
outstanding. A worthy citizen might starve 
(and often did) on his income, but what 
was due to him from the State was exactly, 
if sometimes tardily, paid. His capital, his 
rights over his own property, were scrupv- 
lously safeguarded. Where is that integrity 
today? 

It is an astounding change which. 
in things small and big, is to be noted. All 
sense of mutual contract, to be honoured 
to the letter, between State and individual 
citizen, has totally vanished. The ™ Just. 
ice” is all on one side. The State now js 
agent for the State. There remains no 
longer any honourable contract between 
State and Citizen. Take three single ex- 
amples ranging from the trivial to the im- 
portant: 

(1) Under threat of invasion, the State 
called on all owners of weapons to loan 
them to the State. Revolvers and rifles 
were handed in in thousands, and receipts 
given. The war ended. The weapons were 
not returned, no value was attached to 
them, nothing paid for them. Those who 
asked for them back were told that no per- 
mit to possess them would be granted 
Therefore, the weapons had no value. 

(2) Post-war credits. Taxation was raised 
to and beyond the breaking point in the 
emergency of war. A promise of repay- 
ment of some part was held out as a lure. 
‘Post-war credits ” were to be honoured 
at the end of hostilities. Two years after 
the end of the war, the sixty-year-olds, 
many of them past work, will still be 
whistling for their credits. Many will be 
dead, unpaid. 


(3) Railway nationalisation. The Trea- 
sury took major responsibility for selecting 
the types of security for trustees. This 
was the guide for the investment of funds 
for widows and orphans and small pen- 
sioners. Railway stocks and Government 
Loans made up the bulk of the ™ safe” 
investments. And now, without a word of 
apology, without the slightest outward air 
of shame or guilt, the Chancellor grabs 
the lot from the widow and the orphan 
and the thrifty small man, and offers them 
in return an income which varies between 
two-fifths and three-fifths of what they 
confidently believed they could rely on re- 
ceiving.—‘‘ The Old Stager ~ 2 ae 
Sphere” of December 7, 1946. 


It’s Quicker by Rail 




















* Pll laugh if there’s no — lines under this lot” 


[From the ** Daily Express” 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


QUEENSLAND 


A Luxury Long-Distance Train 

A 13-coach train of all-steel, air-condi- 
tioned stock is being designed for the 
Brisbane-Cairns main line of the Queens- 
land Railways. Day travel and sleeping 
accommodation will be provided for first 
and second class passengers, and there will 
be a restaurant car, and a buffet car pro- 
viding 24-hr. service. Sections of the day 
coaches in both classes will be set aside 
for mothers travelling with small children. 
Showers will be provided in two of the 
sleeping cars, since the journey from Bris- 
bane to Cairns occupies two days and two 
nights. A special power van wiil be in- 
cluded in the formation to generate cur- 
rent for the air-conditioning equipment. 
The train will accommodate 71 first class 
and 77 second class passengers, and will 
have an estimated weight of 425 tons. 


VICTORIA 
Improving Railway Facilities 

Considerable improvements in country 
branch-line services will be achieved when 
modern diesel railcars, now on order, are 
delivered. Tenders have been let for 
twelve 100-h.p. motor coaches, and six 
150-h.p. motor coaches, with six trailers. 
The bodies, trailing bogies, and under- 
frames of these vehicles will be manufac- 
tured in Victoria, and the power. equip- 
ment in England. Power units for the 
smaller cars should begin to arrive in 
March. The use of several 300-h.p. rail- 
cars for country services is contemplated 
in addition. 

Some railway improvements which will 
be effected in the course of a long-range 
post-war programme are: duplication of 
certain lines, an underground railway for 
Melbourne (see The Railway Gazette of 
January 10), extended electrification facili- 
ties, and provision of heavier rails to allow 
for increased speeds. 


MALAYA 
Reconstruction to Cost £4 Million 

The task, begun last year, of making 
good the vast amount of damage done 
by the war in Malaya and the subsequent 
Japanese occupation, will cost the 
Malayan Railway $37,645,000 (more than 
£4,000.000) if the complete plans for re- 
construction are carried out this year. 
Expenditure on rolling stock and locomo- 
tives during 1946 and 1947 is estimated to 
cost $26 million. The post-war condition 
of the railway was described in The Rail- 
way Gazette of June 21 and July 26, 1946. 
The railway estimates, presented at the 
budget meeting of the Malayan Govern- 
ment, provide that out of a total estimated 
expenditure of $37,645,000, reconstruction 
will require $10,788,000. To that has to 
be added $26,585.400, the cost of work 
begun in 1946 and not yet completed. 
Special services during 1947 will require 
the expenditure of $4 million on the re- 
placement of track removed by the Japan- 
ese, renewals of permanent way will cost 
$24 millions, and even larger amounts 
will be required for stores and equipment 
for rehabilitating the system. 

The rehabilitation of railway ports and 
port facilities, including floating craft, will 
Continue this year, as well as the replace- 
ment of quarters destroyed during the war 


and the Japanese occupation. On top of 
that, heavy expenditure will be involved in 
the provision of accommodation at Prai 
and Port Swettenham, and in the repairs 
and renewals to wharves and jetties at 
both these ports. 


INDIA 


Expenditure on Improvements 

The Railway Standing Finance Com- 
mittee, at a three-day session under the 
chairmanship of Mr. Asaf Ali, Member 
for Transport, recently approved a pro- 
gramme of capital betterment fund and 
depreciation fund expenditure for 1947-48 
of £374 million, of which £21} million 
was for open line works; £104 million for 
rolling stock; £12 million for new con- 
struction, restorations, and purchases of 
branch lines; £14 million for investment 
in road services; and the balance for 
machinery and other items. Of the ex- 
penditure on open line works. about £8 
million is on new works, and the balance 
is about equally divided between works 
in progress and track renewals. 

Locomotive Building at Kanchrapara 

The most important work approved by 
the committee is the construction of a 
locomotive workshop at Kanchrapara at 
a cost of about £8 million, designed to 
manufacture 120 complete locomotives 
and 50 boilers a year. The work is so 
planned that the first locomotive should 
be completed by December. 1950. The 
outlay on the project in 1947-48 is ex- 
pected to be about £4 million. 

Other important works approved by the 
committee are the regirdering of several 
bridges, and rebuilding the abutments and 
piers of bridges on the broad-gauge sec- 
tion of the B.B. & C.ILR., the provision 
of a high-level bridge’ over the Mahi 
River on the B.B. & C.LR., and the re- 
modelling of Coimbatore and Tuticorin 
Station yards. 


New Tata Locomotive Works 


Simultaneously with the Government's 
locomotive building project at Kanch- 
rapara, the newly-formed Tata Locomo- 
tive & Engineering Co. Ltd. is pushing 
ahead with plans for the manufacture of 
locomotives and locomotive boilers, under 
contract with the Government of India. 
This work will be undertaken in the work- 
shops at Tatanagar (Singhbhum), pur- 
chased from the East Indian Railway in 
June, 1945. The installation of additional 
plant has made it possible already to be- 
gin the production of boilers urgently re- 
quired for the Indian railways. 

It is intended to extend these shops by 
the installation of plant and machine tools 
necessary for an output of 100 complete 
locomotives and 100 spare boilers a year, 
under a three-year programme to be com- 
pleted by about the end of 1949. The 
London office of the Tata Locomotive 
& Engineering Co. Ltd., at 18, Grosvenor 
Place, S.W.1, shortly will be inviting ten- 
ders for the plant and machine tools re- 
quired in connection with this project. 

Earnings of Budget Lines 

The total approximate gross earnings of 
all the Budget lines from April 1 to 
November 30, 1946, amounted to about 
£100 million, which is about £11 million 
less than the actuals of the corresponding 
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period of the previous year. The total 
ordinary working expenses of all Budget 
lines from April 1 to October 31 amounted 
to £56 million, or about £7 million more 
than the corresponding months of 1945. 


SOUTH AFRICA 


Improved Rolling Stock 

The Royal Tour will provide the rail- 
ways with the opportunity of testing many 
new facilities which it is hoped to instal 
in passenger trains of the future. The 
success attending various innovations on 
the Royal Train will decide whether 
S.A.R. passengers eventually will enjoy 
such comforts as telephone and wireless 
installations, hot-water systems, air con- 
ditioning, and improved springing. Orders 
have been placed already for 95 new 
main-line passenger saloons of improved 
type, and a further 150 will be ordered 
shortly. The need for more coupé ac- 
commodation will be met to some extent 
by the 40 first class saloons which are 
being ordered, containing only coupés. 

It is intended also to provide greater 
comfort on suburban and local daylight 
passenger trains. These will have special 
daylight coaches, similar to those on the 
Reef suburban services, but will be fitted 
with a reversible type of adjustable aero- 
plane seat. The coaches will be provided 
with hot and cold water in improved toilet 
compartments. Dining saloons and lug- 
gage vans also are receiving attention. 
One of the improvements in dining 
saloons will be the installation of mech- 
anical refrigeration apparatus. For .the 
greater comfort of guards on both pas- 
senger and goods trains, vans are being 
fitted with toilet compartments, tables, 
and more comfortable observation seats. 


Estimates of Additional Expenditure 

The Minister of Transport, Mr. F. C. 
Sturrock, has tabled in the House esti- 
mates of additional expenditure from 
revenue funds, and on capital and better- 
ment works, for the Railways & Harbours 
in the year ending March 31, 1947. The 
additional expenditure to be asked for 
from revenue funds is £8,490,445. bringing 
the total of the revised estimates to 
£73,931,000. For capital and betterment 
works, an additional £2,262,320 will be 
asked, bringing the revised total for 1946-7 
to £15,476.582, but there has been a saving 
of £1,012,320 under various heads on the 
original estimates. 

Among capital and betterment works, 
new rolling stock will account for 
£259,552. The largest sum under this 
heading will be £1.948,768 for new works 
on open lines, and £540,000 will be_re- 
quired for the construction of new rail- 
ways. The new rolling stock wil! consist 
of 3,000 bogie drop-side wagons under the 
1947-52 programme. 


EGYPT 


Connecting Auxiliary Railway with Main 
State Railways System 

The southern section of the Upper 
Egypt Auxiliary Railway—largely used 
for the transport of sugar cane—now runs 
from El-Qurna, on the West Bank of the 
Nile nearly opposite Luxor, to Isna, also 
on the West Bank of the Nile, 58 km. 
further south. The Upper Egypt main 
line runs from Luxor to Asswan and Shel- 
lal on the East Bank of the Nile, but 
there is no physical connection between 
the two. It is proposed to extend the 
southern section of the Upper. Egypt 
Auxiliary Railway from El-Qurna to Nag 
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Hamadi, north of which the Nile Bridge 

brings the main line of the Egyptian State 

—_— on to the West Bank of the 
ile. 

The land through which the line would 
pass is devoid of rail communications, 
and at present the sugar cane planted in 
the area is transported by river to the 
sugar factory at Nag Hamadi. The sugar 
company, moreover, has undertaken to 
transport the unrefined sugar from the 
Armant factory to El-Hawamdieh by rail 
instead of despatching it by boat at a 
cost of about £60,000 per annum, when 
the extension is laid. The proposed ex- 
tension, which will be 120 km. in length, 
would cost about £850,000. A great ad- 
vantage of the scheme is that it would 
afford a physical connection for the inter- 
change of locomotives, rolling stock, and 
traffic between the Upper Egypt Auxiliary 
Railway and the main system. 


UNITED STATES 


Cinema Performances on Trains 

The Chesapeake & Ohio Railway has 
made arrangements for showing feature 
films to passengers on its express train 
services. This facility was inaugurated on 
January 7, when films were shown on the 
company’s “George Washington,” run- 
ning between Newport News and Cinci- 
natti. On this and other trains on which 
film programmes are presented, accommo- 
dation is provided in converted twin-unit 
dining cars, arranged to seat an audience 
of 50 at a time. No charge is made to 
passengers for attending the cinema _ per- 
formances. The company has signed an 
agreement for showing Universal-Inter- 
national releases in the 16-mm. size, and 
programmes will be changed every two 
weeks. Cinema cars are being equipped 
with two projectors, so that films can be 
shown without stopping to change reels. 


Pennsylvania Train Radio 
Some details of the extensive train radio 
system in operation on the Pennsylvania 
Railroad were given recently by Mr. C. D. 
Young, a Vice-President of the system. 
The equipment operates on the inductive 
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system, the link between transmitting and 
receiving sets being by electro-magnetic 
induction instead of radiation from open 
aerial systems. The inductive coupling 
takes place between the rails themselves, 
or wires erected alongside the line, and 
the equipment in the locomotives and 
vehicles. In this way there is no outside 
radiation such as might interfere with 
users of broadcast receiving sets, and there 
is no need to have an allocation of wave- 
lengths for radio working. As well as 
being used for communication by tele- 
phony, inductive principles are the basis 
of the Pennsylvania system of cab signal- 
ling for reproducing the aspects of line- 
side signals within the locomotive cab. 
General-Purpose Alco Diesel 

The addition of a 1,500-h.p. general- 
purpose diesel locomotive to the existing 
6,000-h.p. passenger and 4,500-h.p. units 
of the American Locomotive Company, 
provides a range of diesel motive power 
capable of handiing all normal railway 
traffic problems. The new engine, de- 
scribed as a combination road and shunt- 
ing locomotive, is capable of hauling 
heavy loads at speeds up to 65 m.p.h. It 
is powered by the same 12-cylinder, V- 
type, turbo-supercharged diesel engine as 
used in the new Alco freight locomotive. 
An electric traction motor is geared to 
each of the four driving axles. Starting 
tractive effort is 61.000 lb., and the con- 
tinuous tractive effort at 13-5 m.p.h. is 
34,000 lb. Seven of an order for 18 of 
these locomotives have been delivered to 
the Chicago, Milwaukee, St. Paul & 
Pacific Railroad. 


FRANCE 


Paris Transport Reorganisation 

The Government has decided to proceed 
with the reorganisation of the Paris trans- 
port system, as already approved by the 
Paris municipal and departmental councils 
(see The Railway Gazette of May 3, 1946). 
This scheme, on the lines of the London 
Passenger Transport Board, is intended to 
place the operation of Paris rail and road 
passenger transport on a basis tending to 
ensure a sound financial position. The 
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recent rise in fares (reported in The Rail. 
way Gazette of January 3) is due to the 
financial deficits which must be covered 
by the Government. 

M. Robert Schuman, who as Minister of 
Finance drew up a financial inventory of 
the transport systems, has stated that the 
Paris Metro began to show a deficit jp 
1931. During the war, in 1941, 1942, ang 
1943, it showed profits, because it was 
the only means of transport available jp 
Paris. Due to the reduction of traffic and 
increased charges in 1944, the deficit re- 
appeared. In 1945 the deficit was fr. 496 
million, and for 1946 is estimated at 
fr. 907 million. Surface transport has 
shown a deficit since the tramways were 
replaced by buses. Since the liberation, 
the deficits have grown to fr. 1,385 million 
in 1945, and probably to fr. 1,741 million 
in 1946. The State budget must cover 
half these deficits. 


JUGOSLAVIA 


Standard-Gauge Railway for Sarajevo 

A standard-gauge line, slightly more 
than 57 miles long, was opened to traffic 
in north-east Bosnia on November 7, 1946, 
22 days before the opening date originally 
envisaged. ‘The line is a southward exten- 
sion of the 384-mile line between 
Vinkovci (on the Belgrade—Zagreb main 
line) and Brcko, and connects Brcko with 
Banovici, which is the centre of a newly- 
developed brown-coal region. The new 
line greatly facilitates the conveyance of 
coal to consuming centres. It is stated 
to have been completed in 190 days. and 
has been called the “ Railway of Youth,” 
because some 60,000 youths, including 
2,000 foreigners, were employed to build 
it, and worked gratuitously as a token of 
their enthusiasm for resuscitated Jugo- 
slavia. The line at present is being ex- 
tended to the south of Banovici, and even- 
tually will terminate some 60 miles south, 
at Sarajevo. It will thus constitute the 
first standard-gauge railway to _ connect 
Sarajevo, the capital of Bosnia, one of the 
six Federal States into which Jugoslavia 
has been divided, with the rest of the 
country. 








Publications Received 
British Standards Institution Yearbook, 


1946. London: British Standards Institu- 
tion, Publications Sales Department, 28, 
Victoria Street, S.W.1. 84 in. x 54 in. 
311 pp. Price 2s., post free.—This year- 
book gives a subject index and a synop- 
sis of each of the 1,300 British Standards 
now current. These standards have been 
prepared by representative committees of 
44 different industries. The yearbook in- 
cludes lists of members of the General 
Council, of the divisional councils, and of 
the industry committees of the institution, 
as well as other useful information about 
its work. 


Basic Mechanics of the Metal-Cutting 
Process. By M. Eugene Merchant. 1944. 
American Society of Mechanical Engi- 
neers. 11 in. X 8} in. 8 pp. Reprinted 
from The Journal of Applied Mechanics, 
1944, pp. A-168 to A-175.—This is a mathe- 
matical analysis of two cases of metal- 
cutting geometry: (i) that of a straight- 
edged tool moving relative to the work 
piece in a direction perpendicular to its 
cutting edge (“orthogonal cutting’’); (ii) 
that of a similar tool with the cutting edge 
oblique to the direction of relative motion 
of tool and work (“oblique cutting”’). 
The analysis permits metal-cutting prob- 


lems to be studied in terms of funda- 
mental quantities such as strain, rate of 
shear, friction between chip and _ tool, 
shear strength of the metal, work done in 
shearing the metal and in overcoming 
friction. It is noteworthy that in high- 
speed machining with sintered carbide 
tools the chip formation is virtually iden- 
tical with the type considered in the paper, 
so that the theoretical findings are par- 
ticularly accurate in this application. 


Ioco Insulating Products.—These ma- 
terials are made by loco Limited, Annies- 
land, Glasgow, and those described in this 
useful booklet, which may be obtained on 
application to the firm, include for the 
most part Linapex varnished fabrics, com- 
prising insulating materials based on 
cotton, silks, glass fabrics, etc., coated on 
each side with specially selected insulating 
stoving varnishes and designed to meet 
the varying requirements of the electrical 
and cable industries. The purpose of the 
base cloth is solely to act as a vehicle for 
carrying the insulating films of oxidised 
varnish and of supplying the necessary 
mechanical properties to the varnished 
product. All loco base fabrics, more- 
Over, are woven to the specifications of the 
firm, and thus the whole process of manu- 
facture is under its direct control. Lina- 
pex fabrics are made with a view to the 


production of the maximum possible elec- 
tric strength combined with the necessary 
flexibility and mechanical properties when 
used at temperatures up to 100° C. Their 
mechanical properties are usually evalu- 
ated by means of tensile and tearing 
strengths, and the results of a number of 
such tests, together with electric strength 
tests at different temperatures, are given 
in the booklet. 


Hand-Pressure Test Pumps.—We have 
received from Tangyes Limited, Smeth- 
wick, Birmingham, an illustrated folder 
(No. 603) giving particulars of various 
types of hydraulic hand-pressure pumps 
for testing boilers, cylinders, aircraft com- 
ponents, piping, etc. Included are the 

* AS” and “ AD” models, which are made 
in _ sizes for pressures up to 3 tons per 
sq. in., have a specially designed delivery 
a to ensure that pressure can be main- 
tained indefinitely without leakage, and 
can be supplied single or double acting. 
Other models described in this folder are 
the smaller “BS” and “BD” types, 
where the cistern encloses all working 
parts, and which are suitable for use with 
thin oil or water. Finally, there is the 

‘CS” tripod hand pump, fitted with 
cast-iron base and three wrought-iron 
legs, for pressures of 200, 600, and 1,000 
Ib, per sq. in 





March 7, 1947 


THE RAILWAY GAZETTE 


Electric Traction Section 


The British Traction Industry in 1946 


Orders from abroad for rolling stock and substation equipment 


[MPORTANT electrification schemes 
in overseas countries resulted in large 
orders for power supply and traction 
equipment being placed with British manu- 
facturers during 1946. The decision of 
the San Paulo Railway to electrify its 
line from San Paulo to Jundiahy, resulted 
in a contract for the work being placed 
with the English Electric Co. Ltd., and this 
contract was confirmed by the Brazilian 
Government on taking over the railway 
on September 14 last year. Electrification 
will be carried out at 3,000 volts d.c. The 
contract includes a substation, overhead 
equipment, and main-line locomotives. 

The substation will be rated at 12,000 
kW., and will be equipped with pumpless 
steel bulb mercury-are rectifiers. Other 
orders from Brazil have been placed in this 
country in connection with the electrified 
services of the Central Railway. The Met- 
ropolitan-Vickers Electrical Co. Ltd. is 
nearing completion of an order for 30 
three-coach train units for this system. The 
traction equipment is of the 3,000-volt 
multiple-unit electro-pneumatic type, 
arranged for underframe mounting. Each 
unit has four motors, consisting of two 
pairs each connected permanently in 
series, and the control equipment provides 
for series-parallel connection of the pairs. 
The one-hour rating of each set of equip- 
ment is 700 h.p. Delivery of the 30 units 
will bring the number supplied by the 
company to the Central Railway of Brazil 
to a total of 90. 

Early in 1946, the English Electric Co. 
Ltd. supplied a 2,500-kW. rectifier instal- 
lation to the South African Railways & 
Harbours for the 3,000-volt d.c. main-line 
electrification of that system. The Metro- 
politan-Vickers Electrical Co. Ltd. is 
building 54 sets of motor coach equipment 
for the Reef electrification of the South 
African Railways. These are of the 3.000- 
volt multiple-unit electro-pneumatic type, 
arranged for mounting in a high-tension 
compartment above the floor of the coach. 
Each equipment comprises four axle-hung 
motors, with an individual one-hour rating 
of over 300 h.p. Motor-alternator sets 
with an output of approximately 600 watts 
are carried on the motor coach under- 
frames to supply fluorescent lighting in- 
stallations in some of the coaches. 

Manufacture is proceeding, also. of 28 
six-axle electric locomotives for hauling 
passenger and freight trains on the Ger- 
miston-Johannesburg-Pretoria section of 
the South African Railways. Two of 
these have been despatched already to 
South Africa. These Metropolitan-Vickers 
locomotives are a departure from the four- 
axle type, of which the company has sup- 
plied 172 since 1924. They are mounted 
on two three-axle bogies, each axle being 
driven by an axle-hung motor. The loco- 
motives weigh 105 tons, and have a total 
one-hour rating of 2,500 h.p. 

Orders from New Zealand and Australia 
have been placed both with the English 
Electric Co. Ltd. and the Metropolitan- 
Vickers Electrical Co. Ltd. The New 
Zealand Government Railways have 
signed a ten-year contract with the English 
Electric Co. Ltd. for the supply of 
multiple-unit stock and locomotives, to 
Meet an extensive electrification pro- 
gramme. The Metropolitan-Vickers Elec- 
trical Co. Ltd. delivered during 1946 a 
large proportion of an order for 50 sets 
of control equipment to be used on the 
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electrification, New 
South Wales. They are of the 1,500-volt, 
multiple-unit electro-pneumatic type, 
arranged for underframe mounting, and 
each controls two 1,500-volt motors. The 
company has supplied in all 536 sets of 
control equipment to the New South 
Wales Government Railways, all of which 
are in use on the Sydney electrified sub- 
urban system. 

An order for 32 two-coach multiple-unit 
trains for the 1,500-volt electrified section 
of the Great Indian Peninsula Railway 
has been undertaken by the English Elec- 
tric Co. Ltd. The coaches will be built in 
light alloys, and will be fitted with the 
most modern type of traction equipment. 
The same company received orders from 
the Egyptian State Railways last year for 
19 diesel-electric five-coach trains, three 
diesel-electric three-coach trains, and a 
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two-coach Royal Train for the use of 
King Farouk. 

In pursuance of its policy of widespread 
conversion to diesel-electric power, the 
Irish Transport Company has ordered two 
diesel-electric mixed traffic locomotives 
from Sulzer Bros. Ltd. This company is 
manufacturing the diesel engines, and has 
ordered the associated electrical equip- 
ment from the Metropolitan-Vickers Elec- 
trical Co. Ltd. The mechanical parts for 
the locomotives are being built in the Irish 
Transport Company's own workshops. 

In addition to their export activities, the 
Metropolitan-Vickers Electrical Co, Ltd. 
and the English Electric Co. Ltd. have car- 
ried on with the supply of electric and 
diesel-electric equipment for the British 
railways. The Metropolitan-Vickers Elec- 
trical Co. Ltd. is engaged on the develop- 
ment of a gas turbine locomotive, with 
electric transmission, for the Great Wes- 
tern Railway. Some particulars of this 
locomotive were given in The Railway 
Gazette of January 24. 





New Belgian Electrification Proposals 


Pre-war plans revised in favour of main- 


line conversions 
THE pre-war electrification scheme of 
the Belgian National Railways, provid- 
ing for conversion of certain sections cf 
the main lines radiating from Brussels, 
comprised a total of 106-2 route-miles of 
line to be electrified. Early in 1945, the 
Belgian Minister of Communications 
showed the necessity of a revised scheme, 
providing for long-distance conversions as 
opposed to the shorter distances within 
and near the Brussels area envisaged in the 
earlier proposals. A special commission 
was appointed to study the new plan, 
which comprised the electrification of the 
following lines :- 
Miles 
Brussels Nord—Antwerp Centra! (slow lines) 28: 
Brussels Nord —Louvain —Liéze—Herbesthai... 86 
Brussels Quartier Leopold aoe Namur 
Arlon-—Sterpenich ... Sa daa aed 124 
Sterpenich__ Luxembourg a dae : i 
Brussels Midi - Charleroi ‘ eke ae 34 
Brussels Midi Braine-le-Comte Mons 37 
Mons--St. Ghislain ' td “a 6 
Brussels Nord —Alost Ostend id Ee 75 
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406- 
In addition. the following lines, linking 
the electrified main lines together, but 
avoiding Brussels, to obviate congestion in 
the stations of the capital, are to be elec- 
trified : 
Miles 
15-5 
. ws 2@l 
Braine-le- Comte as a 4\ 
Marchienne-au-Pont 32-3 
Marloie er dats 41 


Malines —Louvain 

Malines —Ghent St. Pierre 
Ghent (St. Pierre) 
Mons-—Le Louviére 
Liéze—Rivage 


145-9 

The revised electrification scheme thus 
comprised 552-7 route-miles. Its complete 
realisation would entail an expenditure of 
fr. 13,000 to fr. 15,000 million (Belgian) 
at the present price level. The first lines 
to be electrified would be those with the 
greatest traffic density. It has been cal- 
that the scheme would mean a 
saving in annual coal consumption by the 
Belgian railways of 650,000 tonnes, even 
allowing for the additional coal required 
at the power stations for the increased 
output of electricity. It is not thought 
<uat additional power stations would have 
to be built, as the existing ones are con- 
sidered able to cope with the additional 
demands arising from the electrification. 
The conversion of the Brussels-Charleroi 
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main line is now in hand, and is to be 
completed early in 1948. Recently, the 
commission has recommended further 
electrification, bringing the total to 930 
route-miles, or about one-third of the 
Belgian railway system. It is stated that 
some 3,000 electric locomotives would be 
required, and that the complete scheme 
would reduce coal consumption on the 
Belgian railways by about 50 per cent. 








Control of Fan Motors in Tube 
Tunnels 


NE of the problems encountered. by 
London Transport in its railway tun- 
nels arises from the air currents created by 
trains as they pass a ventilation shaft at 
speed. These may cause a ventilating fan 
which is not in operation at the moment 
to rotate in the opposite direction to its 
normal running. Many fans are con- 
trolled remotely from neighbouring sta- 
tions, and if a starting switch is operated 
in this condition, very high starting cur- 
rents may flow; the overload relays are 
brought into operation, and this entails 
calling out an attendant to reset the cir- 
cuit before the fan can be put back into 
service. 

It is sometimes necessary for a fan to be 
shut down and re-started in traffic hours, 
and to meet these conditions a new device 
has been designed to keep the starter cir- 
cuit opened as long as air currents which 
tend to rotate the fan in the contrary 
direction are flowing. A hinged flap or 
vane is mounted in the ventilation air pas- 
sage, with a contact arm attached to it. 
The arm completes the control circuit 
through two spring contacts. When the air 
flow is in the direction for normal run- 
ning, the flap is pressed forward and con- 
tact is made; when the flow is reversed, 
the flap is drawn back and the circuit is 
opened. A spring holds the flap in the 
open-circuit position until the air flow has 
built up to a certain pressure, thus giving 
the fan rotor time to stop before current 
can be switched on. 

When the fan motor is running, it 1s 
sufficiently powerful to overcome the com- 
plete reversal effects of the train draughts. 





Connaught Bridge Reconstruction, Malayan Railway 


This bridge on the Kuala Lumpur-Port Swettenham branch was 
demolished by the British when the Japanese invaded Malaya, and 
now has been reconstructed with the minimum of new 
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steelwork 


View of bridge from eastern end, showing the damage to the centres 
of the eastern and central spans 


N 1890, the late Duke of Connaught 
officially opened the first bridge carry- 
ing the Kuala Lumpur-Port Swettenham 
branch over the Klang river, and it was 
named the Connaught bridge. By 1925, 
however, increasing traffic and the develop- 
ment of defects in the piers necessitated 
its replacement by a new structure, designed 
to be capable of duplication in connection 
with the projected doubling of the branch, 
and for heavier loading. This second 
bridge consisted of three spans, each 
200 ft. in length, and was completed in 
1928 at a cost of $750,000. 

When the Japanese invaded Malaya, the 
1928 bridge was blown by the retreating 
British forces in January, 1942. Though 
the demolition was not complete, the 
centres of the eastern and central spans 
were severely damaged, and sagged as 
seen in the illustration above. The eastern 
abutment and the pier supporting the two 
damaged spans were also severely damaged. 

So far as the Japanese were concerned, 
the bridge was out of action, and, instead 
of repairing it, they carried out sufficient 
repairs to the still-standing 1890 bridge to 
enable locomotives with the lightest axle- 


loads to work the branch. The importance 
of this branch in the re-occupation of the 
country by the British called for the early 
restoration of the 1928 bridge, and it was 
at first thought that new Everall Sectional 
Truss spans would have to be imported 
for this purpose. Detailed inspection 
showed, however, that the damaged spans, 
pier, and abutment could be repaired in 
situ, With a consequent saving not only 
of the cost of new spans, but also of the 
valuable shipping space required for their 
900 tons of new steelwork. 

A plan of repair was drawn up by Mr. 
J. Mahony, now Chief Engineer, Con- 
struction, who was then the Assistant 
Director of Transportation (Construction) 
of the Malaya Transportation Directorate, 
A.L.F.S.E.A. Authority was given on 
October 15, 1945, for the work to be under- 
taken. The repairs have been carried out 
under Mr. Mahony’s direction. 

The Transportation Directorate, 
A.L.F.S.E.A., assisted materially by sup- 
plying plant and material, and also by 
making available military engineers, skilled 
British Army steel erectors, Indian Engi- 
neer troops, and a specially-formed bridge- 
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building unit of Japanese surrendered per. 
sonnel. Large numbers of Malay, Chinese, 
Indian, and Ceylonese civilians also were 
employed, the maximum labour force on 
the job at any one time being approxi- 
mately 300. 


Details of the Repair Work 

The work entailed was as follows. The 
two damaged spans, each weighing 25) 
tons, were first jacked up bodily in their 
damaged condition through a height of 
15 ft. with the aid of heavy lifting jacks 
placed on the damaged abutment and 
piers. The second operation was to pro- 
vide falsework to support the ends of the 
undamaged sections of each span and en- 
able the damaged members to be released, 

This consisted of 70-ft. timber piles 
driven through the soft-mud river bed to 
harder strata below, and capping beams to 
carry sleeper cribs as jacking platforms, 
big pile-driving was made difficult by a 

7- to 8-knot tide, and by the presence of 
sunken craft, old piles, and other obstacles 
in the mud on the river bed. 

The damaged spans were then lowered 
on to this falsework, and the damaged sec- 
tions cut out with oxy-acetylene cutters. 
The four separate portions of the two spans 
were next jacked up to their final height, 
and the damaged abutment and pier were 
rebuilt in reinforced concrete. Meanwhile, 
new steel members were fabricated to re- 
place the damaged ones in the sections re- 
moved. They consisted of 26 major and 
48 minor pieces, weighing over 100 tons 
in all. Finally, the reconstructed spans 
were lowered on to the rebuiit abutment 
and pier, enabling testing to be carried out 
on June 24, 1946. 

It is noteworthy that this reconstruction 
work is of a permanent nature, that the 
capacity of the restored bridge is equal to 
that of the original structure, and that the 
estimated cost of the work is $125,000, 
about one-third of the estimated cost of 
the new bridge planned in the first in- 
stance. 

The bridge was officially opened to traffic 
by Sir Gerard Gent, K.C.M.G., D.S.O., 
O.B.E., M.C., Governor and Commander- 
in-Chief of the Malayan Union, on July 6 
1946, in the presence of a distinguished 
company. 

Some 10,000 lineal feet (nearly two miles) 
of bridging still have to be carried gut by 
the railway administration to restore the 
Malayan Railway system to its pre-war 
capacity. We are indebted to the General 
Manager of the Malayan Railway, Briga- 
dier J. O. Sanders, for the above informa- 
tion and for the photographs reproduced. 








Bus Co-ordination in Devon 


AS a result of the agreement to co-ordi- 
nate the services of the Exeter City 


transport undertaking with those of the 


Devon General Omnibus & Touring Co. 
Ltd. in the same area (to which we made 
reference in our August 2, 1946, issue, 
page 115), the first meeting of the Joint 
Committee of these bodies was held on 
January 16 at the Guildhall, Exeter. An 
official agreed statement was made by the 
Town Clerk (Mr. C. J. Newman) and Mr. 
R. G. James, General Manager of the 
Devon General Company. The co-ordi- 
nated area, it was explained, extends from 
Silverton (in the north) to Exmouth and 
Starcross (in the south), and from Great 
Haldon (in the west) to Rockbeare and 
West Hill (in the east). Under the agree- 
ment, the Corporation and the company 


will be responsible jointly for the develop- 
ment of this area from a passenger road 
transport point of view. Early application 
was made to the Traffic Commissioner for 
the necessary consents and licences. 

The Exeter City Council members elected 
to the Joint Committee are: The Mayor 
(Alderman W. O. Wills) and Aldermen 
A. W. C. Browning, C. W. H. Hill (the 
Sheriff), J. G. R. Orchard, and F. H. Tarr, 
with Councillors A. J. Bovey, A. J. Pass- 
more, B. Wheaton, and J. H. Wippell, as 
reserve members. 

The company members are: Mr. J. S 
Wills (Chairman, Devon General Com- 
pany), Mr. J. W. Womar (Managing 
Direcior), the Earl of Hopetoun, and Mr. 
Peter Yorke (Directors), and Mr. C. W. G. 
Elliff (Deputy Road Transport Liaison 
Officer, Southern Railway). The company’s 
reserve members of the committee are: 


Sir James Milne (General Manager, Great 
Western Railway), Mr. C. R. Dashwood 
(Chief Accountant, G.W.R.), and Mr. John 
Elliot (Deputy General Manager, S.R.). 

The Joint Committee has elected the 
Mayor as its first Chairman, Mr. J. S. 
Wills as Vice-Chairman, and the Town 
Clerk of Exeter as Secretary. 

The Devon General Company is an asso- 
ciate of the G.W.R. and the Southern Rail- 
way, and is one of the B.E.T. group. 


CARDIFF-NEWPORT & DISTRICT GRADU- 
ATE & STUDENT SOCIETY.—The Council of 
the Institute of Transport has approved 
the establishment of a Cardiff-Newport 
& District Graduate & Student Society of 
the Institute, and has received its rules. 
The Honorary Secretary is Mr. G. M. 
Morgan, 301, Grand Avenue, Cardiff. 
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A New Horizontal Boring Machine 


Use of planer-type main table to increase capacity and 
ensure continuous support when traversing long workpieces 


IN pursuing a policy of specialised de- 
velopment to meet boring-machine 
problems arising from the varied needs of 
industry, the firm of H. W. Kearns & Co. 
Ltd., Broadheath, near Manchester, has de- 
signed the new horizontal machine illus- 
trated herewith. An interesting feature of 
the design is the use of a main table of the 
type used on planing machines. The 
measurements of this table are 11 ft. 3 in. 
by 3 ft., the length being arranged at right 
angles to the boring spindle to allow work 
of exceptionally long sections, with widely 
spaced centres, to be traversed across the 
spindle whilst being fully supported. 

The main bed, which carries the table, 
is 20 ft. long and 2 ft. 6 in. wide over the 
sliding ways, so that the main table can 
traverse the total distance of 10 ft., and 
cannot overhang the ends of the bed by 
more than 74 in. This allows all parts of 
any workpiece within the capacity of the 
machine to be machined without altering 
its position on the table. A detachable 
turntable with the Kearns easy-revolving 
mechanism is carried on the main table. 

Two auxiliary beds, each 4 ft. wide 
across the ways, are located to left and 
right of the main table, and carry the 
upright base and the boring-stay base. 
Permanently accurate location of the three 
beds is ensured by specially arranged 
machined ledges. The two bases can be 
traversed longitudinally by hand for a dis- 
tance of 2 ft. on their beds. 

Hand and Power Traverse 

The upright base, which is liberally de- 
signed for the heavy duties it has to per- 
form, is provided with both hand and 
power traverse. It incorporates two built- 
in electric motors for the main drive and 
the rapid power traverse. A 3-in. dia. 
spindle is fitted, driven through a constant- 
speed vertical shaft from a 5-h.p. electric 
motor, housed inside the upright base. It 
has a maximum vertical traverse of 5 ft., 
which, with the 10-ft. cross-traverse of the 
main table, allows boring and milling oper- 
ations on an area of 50 sq. ft., with a maxi- 
mum distance between main table and 
spindle centre of 5 ft. 6 in. 

The spindle has a traverse of 30 in., 
and is carried in a steel sleeve running 
in bearings specially designed to ensure the 
highest possible limit of accuracy in 
mounting. By positioning the final drive 


gearing close to the front spindle bearing, 
torsional deflection under heavy load is re- 
duced to a minimum. The sleeve carrying 
the spindle is bored throughout its length, 
and is fitted with a phosphor-bronze bush 
at each end, the front bush being adjustable 
to provide compensation for any wear 
which may occur. 


Push-Button Control 

Control of the 5-h.p. main driving motor, 
which is reversible, is by means of switch- 
gear neatly housed in the rear of the up- 
right base, and operated through a pendant 
push-button type switchbox arranged for 
“ forward,” “reverse,” and “stop” func- 
tions. Trip switches open the motor cir- 
cuits automatically to prevent over-travers- 
ing of the spindle slide, the upright base, 
and the tables. An electro-dynamic switch 
brings the machine rapidly to a standstill 
on operation of the “stop ” button. 

A Kearns standard spindle slide gives 16 
changes of speed for the spindle, through a 


Feed controls and change-speed 
gearbox, showing also hand oil 
pump and push-button switchbox 
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range of 10 to 400 r.p.m. Three other 
ranges—15 to 600, 20 to 800, or 25 to 
1,000 r.p.m.—can be provided if required, 

The change-speed gears are mounied on 
splined shafts on the spindle slide, Ajj 
main driving shafts are carried in ball or 
roller bearings, so that high speeds can be 
used continuously. The machine has an 
exceptionally flexible arrangement of feeds, 
obtained by the use of a Kearns patent 
double-range feed unit. Very fine boring 
can be accomplished by combining slow 
feed with high spindle speed. Any rate 
of feed is selected by a single lever and 
selector gate mounted on the front plate 
of the machine. 

Hand feed is provided for all traverses, 
and is controlled by a capstan and hand 
wheel on the front plate for the spindle, 
and by a large diameter hand wheel on the 
upright base for the spindle slide, boring- 
stay bearing, main tables, and upright base, 

In addition, a rapid power traverse 
mechanism is provided, driven by « 2-h,p, 
motor built into the rear of the upright 
base, and controlled by the same lever that 
governs the normal feeds. This provides 
movement at the rate of 60 in. per min. to 
the vertical motions of the spindle slide 
and the boring-stay bearings, and to the 
traverse of the upright and the main table 
on their beds. By reason of the common 
control with the normal feeds, engagement 
of conflicting motions is impossible. The 
motor is direct-on started, and its electrical 
control gear is included in the main motor 
panel in the rear of the upright. 


Automatic and Hand Lubrication 

Automatic cascade lubrication is applied 
to all the feed, speed, and spindle bearing 
components. Lubricant is delivered by a 
power-driven pump mounted inside the 
spindle slide, and drawing the oil in through 
a filter. The oil level is indicated by a sight 
glass on the front plate of the spindle slide. 

The horizontal ways, and the traversing 
screw nut and gearing, are lubricated by a 
hand pump which delivers a copious supply 
of oil with one stroke of the handle. Other 
hand pumps provide for the lubrication of 
the bed ways, hand-operated base traverse, 
vertical motion of the stay bearing, and 
the sliding ways on the main table. 

Among the special arrangements made to 
ensure accuracy of work, is the provision 
of more than 30 levelling screws on the 
three beds, so that the finest standards can 
be maintained throughout the life of the 
machine. All the usual range of Kearns 
No, “0” tools and accessories can be used 
if required, including the screw-cutting 
arrangement for the travelling spindle. The 
machine is capable of considerable modifi- 
cation to suit particular requirements. 


O1L ENGINE PRODUCTION AT AIREDALE 
FOUNDRY.—Associated British Oil Engines 
Limited has announced that one of its 
subsidiaries, 3. & H. McLaren Limited, in 
future will use the Airedale Foundry at 
Leeds for the production of oil engines. 
The Airedale Foundry was purchased by 
. & H. McLaren Limited in 1945, and 
with it the right to use the name of Kitson, 
so long associated with the locomotive 
industry in Leeds. Kitson & Co. Ltd. 
recently disposed of its rights te manu- 
facture locomotives, but continued to 
engage in general engineering and chemical 
plant manufacture. The right to use the 
name of Kitson & Co. Ltd. now has been 
sold to a firm in Luton. Although oil 
engine manufacture will be a prominent 
feature of the new activities at the Airedale 
Foundry, work in the boiler shop, and pro- 
duction of iron castings will continue. 
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Railway Snow Scenes 
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R.. on February 4, following one of the most severe 
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RAILWAY 


PERSONAL 


Mr. A. F. Kirby has returned from 
leave in England and re-assumed charge 
as General Manager, Palestine Railways 
& Poris. 

Mr. John Lucas Willoughby, O.B.E., 
M.Inst.T., Traffic Manager, Sudan Rail- 
ways, who has been appointed Deputy 
General Manager, was educated at Oving- 
dean Hall, Brighton, and at Westminster 
School, where he was a Classical King’s 
Scholar. He entered L.N.W.R. service as 
a probationer in 1918, and obtained ex- 
perience in all sections of the Traffic 
and Goods Departments. In 1923 he took 
up an appointment in the Traffic Depart- 


Mr. J. L. Willoughby 


Appointed Deputy General Manager, 
Sudan Railways 


ment of the Buenos Ayres Great Southern 
Railway, and served in various positions 
until appointed Assistant Chief of Con- 
trol & Movement for the Southern Divi- 
sion of that railway in April, 1927. In 
May, 1928, Mr. Willoughby entered the 
service of the Sudan Railways as District 
Traffic Manager, and served in that capa- 
city and as Assistant Operations Superin- 
tendent until he was appointed Assis- 
tant Port Manager, Port Sudan, in 1935. 
In August, 1937, he became Acting Port 
Manager, and in August, 1938, Port Man- 
ager. In addition to his duties as Port 
Manager, Mr. Willoughby undertook the 
representation in the Sudan of the Minis- 
try of War Transport. He was also 
Chairman of the local War Transport 
Committee from the institution of that 
body in July, 1941. He was mentioned 
in despatches in 1941, and in recognition 
of his services he was made an O.B.E. 
on the occasion of the King’s Birthday. 
1944. Mr. Willoughby was appointed 
Traffic Manager, Sudan Railways, in 1944. 


Mr. Harold Kingsbury has retired after 
7 years’ service with the British Electric 
Traction Co. Ltd. His positions as. Direc- 
tor of the following companies, which he 
held at the time of his retirement, have 
been filled as indicated:—Hebble Motor 
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Services Limited: Mr. J. W. Womar; Mex- 
borough & Swinton Traction Company: 
The Earl of Hopetoun; Rhondda Trans- 
port Co. Ltd.: The Earl of Hopetoun; 
Yorkshire Traction Co. Ltd.: Mr. Peter 
Yorke; Yorkshire Woollen District Trans- 
port Co. Ltd.: Mr. J. W. Womar. 


Mr. E. C. Chandler, A.M.Inst.T., Assis- 
tant Traffic Manager, Sudan Railways, 
who has been appointed Traffic Manager, 
was born in_ 1899. Mr. Chandler 
was educated at Walmer School and 
Clarks College. He received early training 
in England as an accountant. After serv- 
ing afloat in the R.N.V.R. during the war 
of 1914-18, he was appointed to the Sudan 
Railways in January, 1920. Mr. 
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Mr. E. C. Chandler 


Appointed Traffic Manager, 
udan Railways 


Chandler was Private Secretary to the 
General Manager until 1927, and Personal 
Assistant to the General Manager from 
1928 to 1931. He was appointed Deputy 
Assistant General Manager in 1932, and 
Assistant Commercial Superintendent in 
1933. He held the position of Commer- 
cial Superintendent from 1934 to 1940, 
and was appointed Assistant Traffic Man- 
ager in 1941. Mr. Chandler is an Officer 
of the Order of the Nile (Egypt). 


Mr. J. Watteau and Mr. P. Calvet have 
been appointed Directors of the Interna- 
tional Sleeping Car Share Trust Limited. 


Mr. J. H. Dunn, Assistant Superintend- 
ent (Commercial), has been appointed Pub- 
licity Officer, Palestine Railways & Ports. 
He is Chairman of the Salaried Staff 
Consultative Committee, and a temporary 
member of the Palestine Railways Tender 
Board and the Haifa Port Mission. 

CANADIAN PACIFIC RAILWAY 

Mr. N. R. Crump, General Manager at 
Toronto, has been appointed Vice-Presi- 
dent & General Manager, Eastern Lines, 
on the retirement of Mr. E. D. Cotterell. 

Mr. D. S. Thomson has been appointed 
Assistant General Manager, Eastern Lines. 

Mr. W. Angus Crosbie, Assistant to the 


NEWS SECTION 


Comptroller, has been appointed Assis- 
tant Comptroller, in place of Mr. W. R. 
Patterson, retired, 


We regret to record the death, on 
February 8, at the age of 85, of Lord 
Mildmay of Flete, a Director of the Great 
Western Railway Company from 1915 to 
1945. 

Mr. James Lamont Brown, Commercial 
Superintendent, Traffic Manager’s Office, 
Sudan Railways, who has been ap- 
pointed Assistant Traffic Manager, was 
born in Dublin, and was educated at St. 
Stephens Green School, and at Trinity 
College there, and took the arts and 
engineering degree in 1924. After a period 


Mr. J. L. Brown 


Appointed Assistant Traffic Manager, 
Sudan Railways 


in the department of the Superintendent 
of the Line, Great Western Railway, he 
was appointed to the Sudan Railways as 
District Traffic Manager, Khartoum Rail 
District, in 1927. After nearly four years 
in Khartoum and three years in the Com- 
mercial Section at headquarters at Atbara, 
he was for two years at Port Sudan as 
Assistant Port Superintendent. In 1935 
Mr. Brown was posted to Khartoum in 
charge of the combined rail and river 
district, which included railway stations 
in the Khartoum area and river services 
covering 1,800 miles on the White Nile 
and its tributaries. In 1941 he was pro- 
moted to Port Sudan as Deputy Port 
Manager, and in January, 1944, was ap- 
pointed Commercial Superintendent, 
Traffic Manager’s Office. 


Mr. J. W. Gibson, M.I.Loco.E., who, as 
recorded in our issue of December 6 last, 
has retired from the position of District 
Locomotive Superintendent, Corkerhill, 
L.M.S:R., joined the Caledonian Railway 
as an apprentice engineer in 1898. He was 
appointed Leading Fitter, Oban, in 1905, 
and Fitter-in-Charge, Airdrie, in 1912. He 
served in France during the war of 1914- 
18, and on being demobilised in 1919 be- 
came Principal Assistant Locomotive Fore- 
man, Kingmoor, Carlisle. Mr. Gibson was 
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appointed District Locomotive Foreman at 
Stirling in 1926, and at Edinburgh in 1931; 
District Locomotive Superintendent, Perth, 
in 1934; and in 1940 to the position from 
which he has recently retired, 


Mr. E. T. Judge, Chief Engineer, Dor- 
man, Long & Co. Ltd., has been appointed 
a Director. He was appointed a Special 
Director in 1944. Mr. E. K. Scott has 
been appointed a Special Director. 

Mr. J. S. McDonald, Assistant to Man- 
ager, Passenger Service Bureau, Montreal, 
Canadian National Railways, has been ap- 
pointed General Tourist Agent in place of 
Mr. E. G. Poole, who has retired. 


Mr. P. Morris, M.P. for West Swansea, 
who is a member of the House of Com- 
mons Standing Committee which is con- 
sidering the Transport Bill, is National 
President (and not, as stated in our Janu- 
ary 31 issue, lately National President) of 
the Railway Clerks’ Association. 


L.N.E.R. APPOINTMENTS 

Dr. J. S. Binning, M.B., Ch.B. (Glas- 
gow), a candidate from outside the ser- 
vice, has been appointed Assistant Medi- 
cal Officer, Southern Area. 

Mr. G. Smith, Assistant District Super- 
intendent, Darlington, has been appointed 
Assistant District Superintendent, Hull. 


Mr. F. A. Fox is relinquishing his posi- 
tion as Chief Metallurgist of Magnesium 
Elektron Limited, and is joining the staff 
of the British Welding Research Associa- 
tion. His main concern will be with the 
metallurgical work of the Association. 
Mr. Fox’s title will be that of Assistant 
Director of Research. 


Lt.-Colonel H. Riggall (Assistant Man- 
aging Director of Ruston & Hornsby 
Limited) has been elected President of the 
British Engineers’ Association for a second 
annual period. Mr. C. K. F. Hague (Man- 
aging Director of Babcock & Wilcox 
Limited) and Mr. K. Fraser (Joint Manag- 
ing Director of W. J. Fraser & Co. Ltd.) 
have been elected Vice-Presidents. 

The following have been appointed 
Executive Directors of Colvilles Limi- 
ted:—Mr. W. Barr, Chief Metallurgist: 
Mr. R. C. Dymock, Chief Labour Officer; 
Mr. T. W. Hand, Chief Mechanical Engi- 
neer; Mr. J. McCracken, Senior Works 
Manager; Mr. R. Marshall, Sales Mana- 
ger; Mr. L. Rothera, Chief Electrical Engi- 
neer; and Mr. T. J. Smith, Purchasing 
Manager. 


The following officers and committee of 
the SKAL Club of Birmingham have been 
elected for 1947:—President: Mr. G. E. 
Allen (Allenways Limited); Vice-Presi- 
dent: Mr. J. P. Savage (Birmingham & 
Midland Motor Omnibus Co.  Ltd.); 
Chairman: Mr. J. H. Dunkley (L.M.S.R.): 
Vice-Chairman: Mr. D. M._ Sinclair 
(Birmingham & Midland Motor Omnibus 
Co. Ltd.); Honorary Secretary: Mr. F. T. 
Ranger (Cunard White Star Limited); 
Honorary Treasurer: Mr. A. C. Allen 
(Ellermans Wilson Line Limited); Honor- 
ary Press & Programme Secretary: Mr. F. 
Barrett (G.W.R.); Committee: Messrs. 
L. W. Faulkner, H. Howells, E. W. T. 
Morris, W. H. Pine, H. W. Raybould, 
E. S. Ripley, E. L. Rowley, D. W. Shep- 
pard, W. C. Walton and H. Woolley. 
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Mr. E. W. Impey 


G.W.R. Show Representative, 
who has retired 


Mr. E. W. Impey. the Great Western 
Railway Company’s Show Representative, 
who, as recorded in our February 7 issue, 
has retired, has been arranging rail facili- 
ties since 1912 for all the main shows, 
including the Royal Agricultural, Bath & 
West, Cruft’s, Chelsea Flower, Motor and 
Cycle Shows, as well as for the Ideal 
Home Exhibition since its inception. Mr. 
Impey joined the G.W.R. in 1892 at 
Swindon. He, his father and brothers 
have given some 125 years service to the 
G.W.R. between them: his wife comes 
from a G.W.R. family; and his daughter 
and son-in-law have each been with the 
company for 25 years. 


L.M.S.R. STAFF CHANGES 


Mr. J. B. Faulkner, Assistant Estate 
Manager, Watford H.Q., to be Assistant 
Estate Manager & Assistant Rating Agent, 
Watford H.Q. 

Dr. H. E. Moore. Medical Officer, 
Crewe, to be Medical Officer, Crewe, and 
Acting Chief Medical Officer. 

Mr. F. E. Bailey, District 
Manager, Manchester, to be Deputy to 
the Overseas & Continental Assistant. 
Chief Commercial Manager’s Office, Wat- 
ford H.Q. 

Mr. F. Sutton, Assistant Divisional Con- 
troller (Freight Services), Office of Divi- 
sional Operating Manager, to be Divi- 
sional Controller (Freight Services), Office 
of Divisional Operating Manager, Crewe, 
in place of Mr. R. L. Millward, retiring. 

Mr. C. E. Collins. Technical Assistant. 
C.M.E. Devartment, Derby H.Q., to be 
Assistant Works Superintendent, C.M.E. 
Department, Earlestown Works. 

Mr. G. E. Wilson, Chemist, Scientific 
Research Department, Glasgow, to be 
Chemist, Scientific Research Department, 
Crewe, in place of Mr. W. Darcy, de- 
ceased. 

Mr. E. A. Morris, Senior Assistant 
Chemist, Scientific Research Department, 
Glasgow, succeeding Mr. G. E. Wilson as 
Chemist, Scientific Research Department, 
Glasgow. 

Mr. G. E. Beynon, Chief Inspector, 
Police Department. Birmingham. to be 
Divisional Police Superintendent, Glas- 
gow, in plece of Mr. E. H. Thompson, 
retired. 

Mr. W. E. Wallis, Detective Superin- 
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tendent, Police Department, Euston. to be 
Chief Superintendent, Police Department, 
Euston. 

Mr. W. Wharton, Inspector, Outdoor 
Machinery Services, C.M.E. Department, 
London, to be District Outdoor Machinery 
Assistant, C.M.E. Department, Barrow, in 
place of Mr. R. M. Robertson, retired, 

Mr. R. G. Wilson, Assistant District 
Goods & Passenger Manager, Northamp- 
ton, to be Goods Agent, Edge Hill, in 
place of Mr. E. L. Rowlandson, promoted, 

Mr. G. W. Whipp, Chief Rates Clerk, 
District Goods Manager’s Office, Liver. 
pool, to be Goods Agent. Alexandra Dock, 
in vlace of Mr. E. E. Henderson, retired, 

Mr. F. Wood, Goods Agent, Trafford 
Park, to be Goods Agent, Oldham. 

Mr. W. F. Holden, Chief Clerk, Goods 
Department, Ancoats, to be Goods Agent, 
Trafford Park. 

Mr. J. K. Firth, Traffic Apprentice, 
Goods Department, Manchester, to be 
Goods Agent, Willesden, in nlace of Mr, 
S. W. Hughes, promoted. 

Mr. C. H. Cole, Goods Agent, Soho, 
to be Goods Agent, Walsall, in place of 
Mr. H. Selvester, retired. 

Mr. J. Hanmer, Goods Agent, Tipton, 
to be Goods Agent, Soho. 

Mr. D. Richards, Goods Agent, Albion, 
to be Goods Agent, Tipton. 

Mr. E. O. Roberts, Goods Agent, Wel- 
lington, to be Goods Agent, Albion. 

Mr. J. S. Gavan, Stationmaster, Oldham 
(Mumps, Central & Werneth), to be 
Stationmaster, Bury (Bolton Street & 
Knowsley Street), in place of Mr. H, 
Lime, retired. 

Mr. F. W. W. Beebe, Stationmaster & 
Goods Agent, Bacup, to be Stationmaster, 
Oldham (Mumps, Central & Werneth). 

Mr. H. Winterburn, Stationmaster & 
Goods Agent, Uttoxeter, to be Station- 
master, Altrincham, in place of Mr. C. E. 
Clark, retired. 

Mr. P. Warren, Stationmaster & Goods 
Agent, Newcastle (Staffs), to be Station- 
master & Goods Agent, Uttoxeter. 

Mr. J. Fraser, Stationmaster & Goods 
Agent, Stevenston, to be Stationmaster & 
Goods Agent. Forfar, also in charge of 
Clocksbriggs, in place of Mr. J. Robertson, 
deceased. 


Mr. Harry Allen, District Inspector cf 
the Midland & Great Northern Railways 
Joint Committee, has retired. 


SOUTH AFRICAN RAILWAYS & HARBOURS 


Mr. H. V. Taylor, System Manager, Port 
Elizabeth, has been appointed System 
Manager, Cape Town, in succession to Mr. 
J. W. B. Carter, retired. 

Mr. T. V. More, System Manager, 
Windhoek, has been appointed System 
Manager, Port Elizabeth. 

Mr. J. H. Vlok, Relieving System Man- 
ager, has been appointed System Manager, 
Windhoek. 

Mr. N. Bestbier, Assistant Mechanical 
Engineer (Tests), has been appointed 
Mechanical Engineer (Tests), C.M.E. 
Office, Pretoria. 

Mr. J. G. Grové, Superintendent (Com- 
mercial), has been appointed Understudy 
to the Chief Superintendent (Commercial). 

Mr. F. W. Harrison, District Engineer. 
Johannesburg, has been appointed Sys 
tem Engineer, Kimberley. . 

Mr. W. E. A. Wilward, District Engt- 
neer, East London, has been appointed 
System Engineer. Windhoek. 

Mr. T. S. Brass, District Engineer. 
Ladysmith. has been appointed System 
Engineer. Bloemfontein. 





947 


to be 
iment, 


itdoor 
‘Ment, 
linery 
Ww, In 
istrict 
lamp- 
ll, in 
10ted, 
Terk, 
Liver- 
Dock, 
tired, 
ifford 


i100ds 
\ gent, 


ntice, 
O be 


F Mr, 


Soho, 
ce of 


ipton, 
ibion, 

Wel- 
ham 


) 


er & 
aSter, 
). 
ar & 
ition- 
Loe ee 


oods 
ition- 


100ds 
er & 
e of 
tson, 


or of 
ways 


March 7, 1947 


Mr. W. M. Erskine has been appointed 
Costs Officer, L.P.T.B. 


We regret to record the death on Feb- 
ruary 26, at the age of 61, of Mr. W. J. 
Sedcole, Chief Engineer of the Pullman 
Car Co. Ltd., with which company he had 
been since 1924. 

Mr. C. T. Cox, London Divisional 
Superintendent, Great Western Railway, 
celebrated 50 years’ service on Febru- 
ary 25. 

We regret to record the death on Feb- 
ruary 16 of Mr. Edwin Watson, formerly 


We regret to record the death on Feb- 
ruary 28 of Lady Palmer, wife of Lord 
Palmer of Reading, Deputy-Chairman, 
Great Western Railway, 1906-43. 


We regret to record the death on Febru- 
ary 22 of Mr. Walter S. Roberts, a Direc- 
tor, and lately Managing Director, of the 
Railway Signal Co. Ltd. 


We regret to record the death on Feb- 
ruary 7 of Mr. Ronald Hastings Mackie, 
formerly Locomotive & Carriage Superin- 
tendent, Burma Railways. 


A presentation dinner in honour of Mr. 
Alfred Morris, on his completion of 50 
years’ service with the Hotels Department 
of the L.M.S.R., is to be given at the 
Savoy Hotel, London, on March 15. 


We regret to record the death on Feb- 
ruary 23, at the age of 76, of Captain 
Henry FitzHerbert Wright, until 1944 
Chairman of the Butterley Co. Ltd. 


Mr. H. E. O. Wheeler, who retired in 
1945 from the position of Deputy Traffic 
Manager, Southern Railway, has been 
appointed to conduct an inquiry into the 
general working of the Newfoundland 
Government Railway. 


We regret to record the death on Febru- 
ary 23, at the age of 66, of Mr. William 
Burnand, Chief Operating Superintendent, 
East Indian Railway, 1931-37. 

We regret to record the death on Feb- 
ruary 19, at the age of 54, of Mr. William 
Wallace Howells, Assistant to Publicity 
Officer, L.P.T.B. During the recent war 
Mr. Howells transferred from the Publicity 
Office to the Press Office, and latterly had 
been in charge of Press relations, until 
transferring back to the Publicity Office 
a short time ago. 


SOUTHERN RAILWAY STAFF CHANGES 


Mr. L. J. Boucher, Assistant Signal En- 
gineer, to be Signal Engineer, in place of 
the late Lt.-Colonel G. L. Hall. 

Mr. F. J. Wymer, Assistant Docks & 
Marine Manager, to be Assistant to Traffic 
Manager for Special Purposes. 

Mr. S. E. Clark, Deputy Secretary, to be 
Assistant Docks & Marine Manager. 

Mr. W. E. Growdon, Deputy Chief of 
Police, to be Chief of Police, in place of 
Colonel H. C. Prescott. who has retired. 

Mr. W. H. Scutt, Assistant to Divisional 
Superintendent, London East Division, to 

Assistant Divisional Superintendent, 
London East Division. 

Mr. F. V. Spillard, Outdoor Assistant to 
Superintendent of Operation, to be Assis- 
tant to Divisional Superintendent, London 
East Division. 
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We regret to record the death on Feb- 
ruary 15, at the age of 77, of Sir Louis 
James Kershaw, K.C.S.1., C.LE., a Direc- 
tor of the Barsi Light Railway Co, Ltd., 
and formerly a Director of the Bengal- 
Nagpur Railway Co. Ltd. 


Sir George Cuffe, General Manager, 
Bombay, Baroda & Central India Railway, 
proceeds in May next on leave preparatory 
to retirement. He has been appointed a 
member of the committee which the 
Government of India has decided to set 
up to investigate and report on the re- 
organisation of the terminal facilities of 
Calcutta. Mr. K. C. Bakhle. Controller 
of Stores, G.LP.R., will succeed Sir George 
Cuffe as General Manager, B.B.C.I.R. 


We regret to record the death on Feb- 
ruary 21 of Lady Hurcomb, wife of Sir 
Cyril Hurcomb, Secretary of the Ministry 
of Transport. 


The late Sir Percy Bates, who was Chair- 
man of the Cunard Steam Ship Co. Ltd. 
and Cunard White Star Limited, and a 
Director of the Great Western Railway 
Company, left £486,085. 

CENTRAL ARGENTINE RAILWAY 

Mr. C. W. Dansey, Secretary to the local 
committee, has retired from the company’s 
service, and Mr. F. E. Oliver has been ap- 
pointed Secretary to the local committee. 

Mr. Charles Case has retired from the 
position of Stores Superintendent, and has 
been succeeded by Mr. G. G. D. Ramoni. 

Mr. A. J. Lee has been appointed Chief 
of the Refreshment Department. 

Mr. N. Walker has been appointed Con- 
fidential Secretary to the Managing Diree- 
tor. 

Mr. A. Silver has been appointed Chief 
of Statistics. 


We regret to record the death on 
March 2, at the age of 69, of Mr. George 
Stephens, who retired at the end of 1945 
from the position of Chief of Police, Great 
Western Railway. 

DINNER TO MR. P. A. CLEWS 

Members of the General Managers’ 
Conference, at the Great Western Royal 
Hotel, Paddington, recently, entertained to 
dinner Mr. P. A. Clews, on his retirement 
from the position of European Manager, 
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Canadian National Railways (see accom- 
panying illustration). 

We regret to record the death on March 
3 of Mr. Austin Arnold Tyer, M.V.O., 
T.D., M.LC.E., a Director of Tyer & Co. 
Ltd. and B.P. & Tyer’s Signals Limited. 


We regret to record the death at Bom- 
bay on February 25 of Mr. Ferdinand 
Paul Vandertaelen, Chief Traffic Manager, 
Great Indian Peninsula Railway. 


Mr. P. S. Palmer, Deputy Chief Mechani- 
cal Engineer, Ceylon Government Rail- 
way, expects to arrive in England on leave 
in April. Mr. Palmer has been appointed 
one of the delegates of the Ceylon Gov- 
ernment Railway to the International 
Railway Congress Association meeting in 
Switzerland this year. 


We regret to record the death on March 
2, in his 90th year, of Mr. Stanhope 
Forbes, R.A., who designed several well- 
known posters for the L.M.S.R. He was 
a son of the late Mr. William Forbes, at 
one time Manager, Midland Great Western 
Railway, Ireland, and brother of the late 
Sir William de Guise Forbes, General 
Manager, L.B.S.C.R., 1899-1923. 


A “ RaiLway ” WEDDING 

About two hundred guests attended a 
reception at the Great Western Royal 
Hotel, Paddington, on February 8, after 
the marriage of Miss Barbara Dashwood, 
daughter of Mr. C. R. Dashwood, Chief 
Accountant of the Great Western Railway, 
to Mr. Pat Culverhouse, elder son of Mr. 
P. E. Culverhouse, late Architect of the 
Great Western Railway. Among the rail- 
way guests were:— 

Mr. and Mrs. K. W. C. Grand; Mr. and 
Mrs. F. R. E. Davis; Mr. and Mrs. A. S. 
Quartermaine; Mr. D. Blee; Mr. G. E. 
Orton: Dr. and Mrs. Cavendish Fuller; Mr. 
and Mrs. H. T. Forth; Mr. and Mrs. A. G. 
Pollard: Mr. and Mrs. A. W. Tait; Mr. and 
Mrs. C. Wye; Mr. J. F. M. Taylor; Mr. 
B. B. Lewis; Mr. and Mrs. Donald Taylor; 
Sir Charles and Lady Newton; Sir Lynden 
Macassey; Sir Alan and Lady Rae Smith; 
Mr. and Mrs. L. J. Culshaw; Mr. and Mrs. 
L. C. Hawkins; Mr. and Mrs. E. J. W. 
Barrajo; Mr. and Mrs. Popham; Mr. and 
Mrs. F. J. B. Gardner; Mr. F. A. M. 
McDanell. 

Sir James and Lady Milne and Mr. and 
Mrs. Gilbert Matthews were unavoidably 
absent. 


Mr. P. A. Clews with British General Managers 


Sir James Milne, 
Chief General Manager, L.N.E.R.; Sir Eustace Missenden, General 
Manager, Southern Railway (Chairman, General Managers’ Conference); 
Mr. P. A. .Clews, lately European Manager, C.N.R.; Sir William 
Wood, President, L.M.S.R. (see accompanying paragraph) 


General Manager, G.W.R.; Sir Charles Newton, 








218 


THE RAILWAY GAZETTE 


London Midland & Scottish Railway Company 


Changes in the directorate and management—Tribute 


to staff—War services of 


railways—Financial _ results 


—-War damage—Hotel services—Mechanical department 


output—Increased 


The ordinary general meeting of the 
London Midland & Scottish Railway Com- 
pany was held at Euston Station, London, 
N.W.1, on Friday, February 28. Sir 
Robert A. Burrows, Chairman of the com- 
pany, presided. 

Mr. G. R. Smith, the Secretary, read the 
notice convening the meeting. 

The Chairman said; My Lords, ladies 
and gentlemen; you will remember that 
at the conclusion of our meeting last year 
Lord Royden announced his desire to 
vacate the Chair. He has since resigned 
his seat on the board, and the directors 
have paid me the very great compliment 
of appointing me in his piace. The 
Chairmanship of the L.M.S.R. is a 
responsible post at the best of times, but 
it is particularly burdensome in these 
days of change, and I am fully conscious 
of the difficulties of following so dis- 
tinguished a predecessor. Lord Royden is 
a man of many interests and wide experi- 
ence, and he has many great and natural 
gifts which have been of inestimable value 
to the company. We miss his wise and 
kindly counsel and we wish him happiness 
in his retirement. The vacancy on the 
board has been filled by the appointment 
of Sir Ewart Smith. 

Mr. Francis Glyn and Lord Glentoran 
have replaced Lord Peel and Sir Robert 
Greig as members of the Northern Coun- 
ties Commitee. We have suffered a great 
loss in Scotland by the death of Viscount 
Younger, a very valuable member for 22 
years of our Scottish Committee. 

During the year, Mr. R. A. Riddles and 
Mr. F. A. Pope have been appointed Vice- 
Presidents, and their previous positions 
have been filled by Mr. A. W. Norman as 
Chief Stores Superintendent and Mr. 
W. P. Bradbury as Chief Commercial 
Manager. Mr. W. E. Yates succeeds Mr. 
J. Shearman as Road Motor Engineer, and 
Mr. J. W. Hutton has been appointed 
Manager of the Northern Counties Com- 
mittee in the place of Mr. R. H. W. Bruce. 
resigned. 

You will, I am sure, share our pleasure 
that Sir William Wood was granted a 
K.B.E. in the New Year's Honours. Mr. 
Denning, Mr. Hickman and Colonel Rud- 
gard have received the O.B.E., and Mr. 
W. B. Richards, our Chief of Police, the 
M.V.O. In addition, nine members of the 
staff have also been recognised in various 
ways in the Honours Lists 


Tribute to the Staff 

While on the subject of appointments 
and honours I should like to pay a tribute 
to the staff, from the highest to the lowest. 
The country and the stockholders owe ; 
very great debt to the railwaymen of all 
grades, not only for their services during 
the war, but also during the last twelve 
months. The Chancellor of the Ex- 
chequer has said that the railways are a 
disgrace to the country—a monstrous 
statement. The public memory, we know, 
is short, but if any part of the war was 
won on the home front it was surely on 
the railways and by the railwaymen who 
bore the brunt of the onslaught. We car- 


ried on with reduced and crippled equip- 
ment—for we sent locomotives to France, 
Persia, and North Africa: our best coaches 
for ambulance trains, and we have been 


charges—Nationalisation 


proposals 


denied the wherewithal to replace them, 
although the Government holds £354 mil- 
lions of our money in the maintenance 
trust fund. During the war the Govern- 
ment retained the greater part of our pro- 
fits, and now it proposes to seize your 
property and in return give you a drastic 
reduction in your income. It adds insult 
to injury by describing the railways as a 
very poor bag of physical assets. 

A year ago we described very fully the 
steps we had taken to place our track and 
equipment in an extraordinary degree of 
efficiency at the outbreak of the war. The 
nation, not the stockholders, gained by 
this. Your reward is mere abuse from the 
Chancellor, who should know that the 
worn condition of much of your property 
is due to its intensive use by the Govern- 
ment for direct or indirect war purposes 
since September, 1939. Even a_ public 
inquiry where the statements of the Chan- 
cellor and other Government spokesmen 
could be examined and cross-examined in 
a judicial manner has been denied us. 

Net Revenue 

The net revenue for the year 1946 in 
comparison with that for 1945 was:— 

1946 1945 Inc. Dec. 


Thousand £ 
Under control agreement 14,750 14,750 
Outside control agreement 
From year’s working ... 1,173 950 223 
From earlier years’ work- 
sai a 519 519 
15,923 16,219 296 
Transfer from contingency 
fund ae : 500 500 
15,923 16,719 7% 


The increase in the net revenue from 
sources outside the control agreement in- 
cludes £196.000 from a special dividend 
distribution in 1946 by the Birmingham & 
Midland Omnibus Company on the wind- 
ing up of its subsidiary companies. 

The Transport Bill now before Parlia- 
ment has the effect of “ freezing” for the 
time being for the purpose of dividends 
for the year 1946 any net revenue other 
than the above £15,923,000, thus exclud- 
ing the net revenues of the company held 
in reserves or carried forward from 1945 
or even adjustments in respect of previous 
years, 

In these circumstances your board has 
declared a dividend of 23 per cent. for the 
year 1946 on the ordinary stock, which 
with interest on debenture stocks and the 
dividends on the guaranteed and prefer- 
ence stocks, will absorb £15,531.000. the 
balance of £392,000 being carried forward 
to 1947. In recommending this course 
your board has in mind various uncertain- 
ties of the Bill affecting the distribution for 
the years 1946 and 1947, and the dividend 
proposed is in effect an interim payment 
for the two years 1946 and 1947, regarded 
as one. ; 

Under the present terms of the Bill, 
while interest on debenture stocks can be 
paid for 1947, no dividends on other 
stocks can be paid after the Bill receives 
the Royal Assent until the final settlement 
is made. 

Balance Sheet 

As you are aware, in good and bad 
years, we have consistently made annual 
charges to revenue for the replacement of 








March 7, 1947 


our wasting assets, such as the track, roll. 
ing stock, and steamboats, the amount for 
1946 being £104 millions. These amounts 
have been calculated each year on the cur- 
rent cost of replacing the assets and were 
naturally appreciably greater than if cal- 
culated on the original cost. Each year 
these charges were submitted in great de. 
tail to the Minister of Transport who for- 
warded them with his commitments for 
consideration in open court by the Railway 
Rates Tribunal. 

Our prudence in this respect has not only 
reduced your dividends, but has had its 
reaction on the Stock Exchange quotation 
for your stocks, which the Government has 
chosen to take as a true valuation of your 
property and as the price at which you 
would be prepared to sell. That, of 
course, is one of the matters which we 
would bring to the attention of an inde- 
pendent arbitrator if one were appointed 
to decide the value of your property in- 
stead of the unfair basis dictated by the 
Government. ; 

The present value of your physical 
assets alone greatly exceeds the purchase 
price proposed in the Bill. In addition to 
the renewal funds, which now total £43 
millions, the accumulated wartime arrears 
of repairs which are held in the Govern- 
ment Trust Fund represent £7 millions, 
and a further large amount has yet to be 
settled for abnormal wear and tear during 
the war. These amounts plus the other 
reserves totalling over £5 millions are 
being confiscated by the Government 


Air Transport 

On the passing of the Civil Aviation 
Act on August 1, 1946, it became illegal 
for the railway companies and their asso- 
ciated shipping companies to continue to 
operate regular air services in this coun- 
try, but we have continued to manage 
the various services for the time being at 
the request of the Government. Negotia- 
tions have proceeded for the sale of the 
various air services to the British Euro- 
pean Airways Corporation and _ these are 
now approaching conclusion. The whole 
of the operations, together with the 
physical and liquid assets, passed to the 
Corporation as from February 1, 1947. 

The railway companies and their asso- 
ciated shipping companies applied 
themselves with energy in developing air 
transport in the United Kingdom from the 
time when they exercised the necessary 
powers to do so in 1934, and are con- 
fident that the business which has been 
built up in the past is being handed over 
to the new Corporation in a highly efficient 
state. . 

In our operation of the air powers con- 
ferred upon us by Parliament as with many 
other developments in our history we are 
confident that we have fully served the 
public interest. 


War Damage 

There is as yet nothing further to re- 
port in regard to the war damage position 
of the public utility undertakings, and 
introduction of legislation on it is still 
awaited. We have spent to date £3 mil- 
lions in making good war damage, and this 
figure (which will be added to as the work 
proceeds) is carried in suspense until the 
necessary legislation has been enacted. 
That is all I can usefully say on our 
accounts for 1946 and before turning to 
a fuller consideration of the Transport Bill 
I would like to refer shortly to our work 
during the year. : 

It has been a great disappointment to 
us that, owing to circumstances completely 
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beyond our control, it has been impossible 
to restore to the public, in the first full 
year of peace, the normal standard of ser- 
vices and facilities, apart from the im- 
provements which the war deferred. This 
has been due to the continuance of many 
wartime restrictions, shortage of labour 
and materials, and the inferior quality of 
locomotive coal. 


Working Difficulties 

Some of our key operating staff have 
not yet been released from the Forces, 
and our working difficulties were further 
accentuated by shortages of labour in 
some places. 

We suffered most in the London and 
Birmingham areas, where there is a general 
shortage of labour and difficulty in obtain- 
ing houses or billets for staff transferred 
from other areas. There is also a reluc- 
tance of some of the staff to undertake 
Sunday work. In recruiting new entrants 
into the service it has been found that 
some dislike work involving turns of duty 
throughout the twenty-four hours, when 
they can obtain other remunerative em- 
ployment at fixed hours of day duty only. 

Since the war ended each new timetable 
has contained a number of improvements. 
Various through cross-country — services 
were introduced and reductions in journey 
times effected. In the spring and summer 
the overall standard of punctuality was 
higher than that achieved in 1945, but with 
the introduction of the winter service in 
October, when the first complete revision 
of the timetables since the outbreak of war 
was carried out, the difficulties mentioned 
have seriously affected the working. 


Abnormal Conditions 
At the beginning of December, freight 


traffic movement was unsatisfactory owing 
to shortage of staff and locomotive power 
and the Minister of Transport directed 
certain cuts in the main passenger services 
to provide extra engines for working 
freight and coal trains, and he later pro- 
hibited the running of trains for social 
gatherings, race meetings, etc. A number 
of lightly loaded local trains were also 
withdrawn in the latter part December and 
the beginning of this year, to economise 
coal consumption and to provide further 
crews for freight and coal train working. 
A general policy of acceleration and better 
services cannot, I regret, be undertaken 
until these abnormal conditions have been 
eased. 

With a great reduction in the number 
travelling for the purposes of the Service 
and other Government Departments the 
passenger traffic carried during the year 
decreased by 10 per cent. compared with 
1945 and increased by 60 per cent. over 
1938. There was an increase of 8 per 
cent. in the loaded coaching train miles 
over 1945, but a decrease of 24 per cent. 
compared with 1938. The passenger trains 
were thus not so heavily loaded in 1946 
as in 1945 but more heavily than in 1938. 


Freight Traffic 

There was a considerable reduction in 
freight traffic for the Service departments 
but freight traffic generally, although less 
than in 1945, was considerably heavier 
than in 1938. The loaded wagon miles ex- 
ceeded those in any pre-war year and 
were 18 per cent. over those in 1938. The 
goods traffic loaded and unloaded by the 
company’s staff at the goods terminals in 
1946 was 26,341,000 tons, being 24 per 
cent. more than in 1938. 

Sleeping cars were provided on four 
additional trains from October 7, making 
a total of 37 daily services. The arrange- 
ments for reservation of seats were rein- 
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stated on the Irish boat trains on Septem- 
ber 1, and from October 7 on the Anglo- 
Scottish expresses to and from London 
(Euston), with a further extension from 
January 1, 1947, to embrace certain trains 
between London (Euston) and Liverpool 
and Manchester. These additional facilities 
were made available to the public in spite 
of the shortages of staff, linen for sleeping 
cars, and other supply difficulties which 
combined to make it difficult to restore 
the amenities previously enjoyed by the 
public. 

To attain a higher standard of cleanli- 
ness On important daytime express passen- 
ger trains after leaving the starting point 
travelling carriage cleaners have been 
introduced on 48 trains. This is appre- 
ciated by the travelling public, and like 
steps will be taken on additional trains as 
the necessary labour can be obtained. 


Hotel Services 


All sections of the hotel services have 
continued to operate to capacity and have 
dealt satisfactorily with the heavy demands 
made on them despite shortages of 
materials and foodstuffs. Everything pos- 
sible is being done to bring the requi- 
sitioned hotels back into use. Rehabilita- 
tion presents difficulties, but it is hoped 
the Gleneagles and Welcombe Hotels will 
be re-opened this summer, and possibly, 
the Dornoch Hotel. 

The refreshment rooms have been ex- 
tremely busy.and have met a demand far 
in excess of that for which they were con- 
structed. Plans have been prepared for 
modernisation and reconstructing many of 
them, but the present restrictions on build- 
ing materials and labour make it difficult 
to go ahead. 

The restaurant car facilities have met 
with high appreciation from our passengers 
and the number of services has _ been 
steadily augmented and we are now run- 
ning them on 100 principal trains each 
day. A new type of restaurant car recently 
has been produced and two of them are 
in service, but we must rely mainly on our 
pre-war stock for the time being. 


Steamship Services 

A number of vessels which had been on 
Government work resumed service with 
the company during the year and, having 
regard to our available resources, the ser- 
vices have been satisfactorily maintained. 
Delivery is expected shortly of the new 
passenger and motor-car carrying vessel 
for the Stranraer and Larne service in 
place of the one sunk while on Govern- 
ment service and this will assist in the 
development of tourist traffic to and from 
Ireland. Orders have been placed for two 
new motor-driven vessels, each with greatly 
improved accommodation, for 2.000 pas- 
sengers on the Holyhead and Kingstown 
route. They will be fitted with “ Denny 
Brown” stabilisers to reduce rolling in 
bad weather. 

Last year you were told of the difficul- 
ties we were experiencing in maintaining 
the permanent way, station buildings, 
structures, etc.. in a satisfactory condition 
owing to shortage of both labour and 
materials. An increased mileage of track 
is overdue for renewal, but the shortage of 
materials is still serious and, as far as we 
can foresee, supplies during the current 
year will be insufficient even to maintain the 
present position and the arrears will thus 
increase. Every effort has been made to 
put new materials into the most important 
lines, and if the supplies we hope to get 
are received speed restrictions due to the 
condition of the track may be avoided on 
such iines, but some must be imposed oa 
secondary lines. 
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The direction of al] available labour and 
building materials to housing is retarding 
progress in making good arrears of repairs 
to passenger stations and other buildings. 
So far we have been unable to overtake 
even all damage due to enemy action. This 
work is normally carried out by contract, 
and the reglazing work alone is consider- 
able. We have stil] 100 acres of glass roof- 
ing to reinstate. 

I regret our stations still look so shabby 
but the supplies of materials available must 
be used primarily to minimise further 
structural deterioration. Paint is very 
scarce. By special research a one-coat 
protective paint was produced which en- 
abled us to freshen up a number of 
stations, but redecoration has had to cease 
as supplies are not even adequate for pro- 
tective purposes. 


Mechanical Department 


During 1946, 129 locomotives were con- 
structed in our shops. Twenty of these 
are of new design for use on _ cross- 
country services and branch lines, their 
light weight permitting them to work any- 
where on the system. They are of special 
interest as they incorporate every modern 
development which has been found to pro- 
mote high efficiency and maximum avail- 
ability. In addition to new locomotives, 
the shops have carried out 2,477 heavy 
repairs during the year. 

Some 482 new _ passenger-carrying 
vehicles were constructed (15 of them by 
outside contractors}—an increase of 137 per 
cent. on the 1945 output. Heavy repairs 
were carried out on 921 passenger-carry- 
ing vehicles during the year, compared with 
536 in 1945. 


New Wagon Plant 

In all, 5,753 new wagons were built in 
the shops, including 572 all-steel 16-ton 
mineral wagons of a new design. A new 
plant for this type of wagon was erected 
at Derby and is now in full production. 
The number of wagons available fell dur- 
ing the spring and summer of last year, 
and it became necessary to concentrate on 
light repairs as far as possible, and 946,000 
of our own and other companies’ wagons 
were so repaired in the year, an increase 
of 88.408 over 1945. The use of volun- 
tary labour at weekends has continued with 
excellent results. 

The shortage of materials frequently has 
interrupted new work on carriages and 
wagons, and at the end of 1946 the 
scheduled deliveries were 105 carriages and 
1.034 wagons in arrear. A recent cut of 
25 per cent. in steel supplies for a period 
of six weeks, together with a shortage of 
timber, will still further interfere with pro- 
duction. The cut, I believe, is now for an 
indefinite period. 


Road Motor Engineers’ Department 


During the last seven years only 1.600 
road«motor vehicles have been obtained 
against normal replacement of 3,250 and a 
large number of old ones has had to be 
retained which would otherwise have been 
scrapped and sold. 

The return to pre-war standard of goods 
and parcels collection and delivery ser- 
vices, and the development of our zonal 
and other cartage schemes has been con- 
siderably handicapped. 

The work of our Scientific Research 
organisation, which in recent years had 
been divided between wartime railway 
problems and those of the Service depart- 
ments, turned over in 1946 to purely rail- 
way work. 





220 


The Private Bill to secure certain loco- 
motive water supplies on the Midland Sec- 
tion of the railway, to which my prede- 
cessor referred last year, and a Scottish 
Provisional Order were passed through 
Parliament during the last Session. 

A Private Bill is being promoted in the 
present Session to authorise a short colliery 
railway to serve a proposed new colliery at 
Calverton, Nottinghamshire, and to deal 
with questions relating to the company’s 
Manchester, Bolton & Bury Canal which 
was closed to navigation by the L.M.S.R. 
Act, 1941. The Bill will be submitted for 
approval at a special general meeting to be 
held on March 18. 

Since the last annual meeting, apart from 
the Bill for the nationalisation of trans- 
port, several important Government and 
Public Bills specially affecting the interests 
of the railways received attention, and 
amendments and safeguards were secured, 
these including the Trunk Roads Act. 
1946, which transferred to the Minister of 
Transport all bridges carrying trunk roads 
over the railway formerly owned and main- 
tained by the company, and Acts relating 
to coal industry nationalisation. acquisi- 
tion of land, civil aviation, new towns, and 
Local Government water services in Scot- 
land. Special consideration is also being 
given to the effect on the company’s in- 
terests of the Government Bills relating to 
town and country planning, electricity and 
agriculture. 

In July last the Royal Assent was given 
to an Act to amend the one of 1930 under 
which the railway undertaking is valued 
in cumulo for local rates. It is expected 
that the increased charge to us for rates 
will be approximately £210,000 a year. 


Increase in Railway Charges 

By a decision of the Government, addi- 
tions were made to rates and charges of 
the main line railways from July 1, 1946. 
For passenger train traffic (other than 
season and workmen’s tickets) the existing 
increase over 1929 of 162 per cent. was 
raised to 33} per cent. and for freight train 
traffic the 162 per cent. was raised to 25 
per cent.; for season and workmen’s tickets 
the increase of 10 per cent. was raised to 
25 per cent. 

In announcing the increases in rates and 
fares to operate from July 1, 1946, the 
Minister of Transport intimated that the 
question of the level of charges in 1947 
was to be remitted to the permanent mem- 
bers of the Railway Rates Tribunal, sitting 
as a Consultative Committee, for report 
after a public enquiry. This inquiry (at 
which evidence on commercial matters was 
given on behalf of the railways by Mr. 
F. A. Pope, a Vice-President of this com- 
pany) opened on September 16 and ter- 
minated on October 23, but up to the pre- 
sent the report of the Committee has not 
been made public and no further announce- 
ment has been made by the Minister. 
Since I wrote this speech, the Minister of 
Transport has published the revort of the 
inquiry but has postponed any action on 
it until the end of March. 

Discussions with various planning 
authorities, referred to by Lord Royden 
last year, have continued so that the great- 
est possible measure of agreement could 
be arrived at in the early stages. 


Post-War Reconstruction and 
Development 
For some time before hostilities ceased 
we had been considering what works would 
be necessary for post-war reconstruction 
and development to improve our equip- 
ment and property so as to place us in a 
position, not only to restore but to im- 
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prove the services provided before the war, 
for the trading and travelling public. A 
comprehensive programme of works was 
drawn up as far back as September, 1944, 
but although we are expending every effort 
with the available supplies of labour and 
material, our progress has in the circum- 
stances been slow. 


Staff 


Our total staff employed during the 
year averaged 248,760 and the salaries 
and wages totalled £76,100,000, 
the corresponding figures for 1938 being 
230.718 and £41,400,000. You will be in- 
terested to know that no fewer than 440 
of the staff serving with H.M. Forces dur- 
ing the war have received decorations or 
were mentioned in despatches, and 86 de- 
corations were also received for railway 
reasons. 


Nationalisation 


When we met last year the Government 
had announced its intention of nationalis- 
ing the railways, but had not indicated in 
any way the details of its plan in regard 
to the compensation it proposed to offer 
to the stockholders. I cannot do better 
than quote what Lord Royden said at our 
last annual general meeting: 

“The decision to nationalise the rail- 
ways as in the case of the air services is 
political and not based on any suggested 
lack of efficiency or economy in the con- 
duct of the undertaking . . . and that while 
we are in the hands of Parliament on such 
matters your board would vigorously resist 
any proposal which in its opinion is detri- 
mental to your interests.” 

This we have done and will 
to do. 

It is difficult to soeak temperately about 
the financial proposals for compensation 
contained in the Transport Bill. It is 
almost universally recognised, except in 
Government circles, that the compensa- 
tion is pitifully inadequate. It is not un- 
reasonable to ask that the price to be paid 
for railway stocks should be determined 
not arbitrarily by the buyer but by an 
independent Tribunal. 

Compared with the standard revenue, or 
even with the revenue ejoyed under con- 
trol, the compensation proposed by the 
Bill stands condemned. 


continue 


Railway Stocks 

The price the Stock Exchange placed 
upon the railway stocks for purposes of 
comparatively few sales was governed by 
many factors, the chief probably being the 
uncertainty of the Government intentions 
and the aftermath of the war. Further- 
more, the price of the railway stock applies 
only to a very small proportion in the 
hands of the public. Had any person de- 
sired to acquire the railway companies by 
buying the stock in the market, the price 
would have risen rapidly. 

The council of the Stock Exchange 
found it necessary to take the unprece- 
dented step of making representations to 
H.M. Government on this matter and it 
has set out in a reasoned statement why 
the proposed basis of compensation was 
not equitable. 

I should like to quote two extracts from 
these representations:— 
in They desire to state authoritatively 
that Stock Exchange quotations are not 
related directly to the value of a com- 
pany’s assets, or to the amount of its 
profits, and consequently these quotations, 
no matter what dates may be chosen for 
reference, cannot form a fair and equit- 
able, or a rational basis for compensation.” 
“ . . It is the considered opinion of the 
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Council that the only fair and equitable 
method of arriving at a proper basis for 
compensation is, failing agreement between 
the parties, by arbitration .. .” 

I am afraid that the policy pursued jn 
the past by the railway boards which | 
have mentioned of devoting a large part 
of the revenues of the respective companies 
to the maintenance and improvement of 
the track and rolling stock, prudent and 
proper as it was at the time, has contrj- 
buted something to the low quotations of 
the preference and ordinary stock on the 
Stock Exchange. Had the railway com- 
panies, as they are now alleged to have 
done. put dividends first and allowed the 
track and equipment to remain merely in 
safe condition, larger dividends would have 
been vaid but the railways could not have 
handled the wartime traffic. The Stock 
Exchange quotation, further, takes no 
account of the very many valuable non- 
revenue-producing assets of the com- 
panies. 

It is a curious thing that one of the 
first actions of this Parliament was to 
increase considerably the remuneration of 
the Members of the House of Commons, 
The Government has now, however, turned 
on the stockholder who has made provision 
for himself, and proposes to halve his 
income. 

Railway and canal companies from their 
inception have been statutory companies 
and subject to one form and another of 
rigid public control. The State’s right to 
nationalise the railways was embodied in 
the Railway Regulation Act of 1844, which 
is still the law. This Act provides for the 
purchase of any railway authorised after 
1844 at 25 years’ purchase of the profits of 
the three preceding years, and if the aver- 
age of those profits is less than 10 per cent. 
of the capital, the railway company has 
the right to require an arbitration on the 
additional amount, if any, to be paid for 
the value of its prospects. 


“ Co-ordination and Integration ” 


I should like to turn for a few moments 
to an examination of the other provisions 
of the Bill. Although the words “ co-ordi- 
nation” and “ integration” are freely used 
in the debates on the Bill, the Bill itself 
gives no indication how such integration 
is to be achieved. In fact, its main purpose 
seems to be to create a vast monopoly 
without any promise of efficiency and 
without any check by Parliament, or by 
any independent Tribunal, leaving the 
Minister to impose any restrictions he may 
choose upon the unfortunate user of trans- 
port. 

The Government has introduced a Bill 
to amend the Companies’ Act and seeks 
to protect the public and the shareholders 
by imposing further restrictions on those 
who direct public companies. Yet at the 
same time it introduces the Transport Bill 
under which every safeguard hitherto im- 
posed upon the railways in the interests of 
the users of transport is swept aside. 

A vast system of patronage is placed 
in the hands of the Ministry of Transport. 
The Minister alone appoints the five Com- 
missioners and the forty odd members of 
the subsidiary boards. He alone can 
their remuneration, their periods of office 
and the terms of their pensions. 

There have been sixteen Ministers of 
Transport in the twenty-eight years since 
the Ministry was established, an average of 
1} years for each Minister. This means, 
of course, that apart from patronage. the 
average Minister will have little time to 
acquaint himself with the very compli- 
cated problems of transport and inevitably 
the Commissioners will be controlled by 
those in the Ministry. 
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Furthermore, there is no provision for 
the form in which the accounts should be 
presented. I need hardly remind you that 
the railway companies have yearly to 
justify their efficiency before the Railway 
Rates Tribunal. No such provision is in- 
serted in the Bill. Efficiency and economy 
are to be left to chance and if the Minister 
so chooses, his report to Parliament may 
be in a very abbreviated form. 

Ali checks and controls are swept away. 
Severe restrictions on the right of the trader 
to carry his own goods in his own vehicle 
are imposed. A rigid Government mono- 
poly is established which provides no 
benefit to the Nation or the users of trans- 

rt. 

“on board, with your support, will con- 
tinue to fight the Bill, its financial pro- 
visions and its general purpose, which I 
feel carries with it a grave threat to the 
industrial future of the country, leaving 
the stockholder despoiled, the public un- 
protected, and bureaucracy triumphant. 


Stockholders’ Remarks 

Councillor Wilson said that the Railway 
Act dated August 9, 1844, gave a right 
after 21 years, if the Government took 
over railways, to accept 25 years purchase, 
or, if dissatisfied, take the case to arbitra- 
tion. That was how he believed it stood 
today. A public inquiry was no good 
against an Act. Under Section 68 of the 
Companies Clauses Act, 1845, an extra- 
ordinary stockholders’ meeting could be 
called, and every stockholder given an 
opportunity to vote in person or by proxy 
to decide whether he was going to accept 
the 294 offered by the Government or 
whether they desired to arbitrate under 
that Act. 

The Chairman: I want to speak on this 
point, because I think a good many of you 
may wish to say something on the point 
that Councillor Wilson has put so clearly 
and eloquently today, I can assure you 
that on all these points we are guided by 
the best legal and other advice that we 
can possibly get hold of. I do not arro- 
gate to myself a universal knowledge of 
law and so forth, but I can tell you that 
this Act to which Councillor Wilson has 
referred has several points about it. In 
the first place, it applies only to railways 
constructed after 1844. The bulk of the 
iailway lines and buildings represented by 
L.M.S.R. stock were constructed before 
1844. 

The other point is that that Act is 
on the statute book, but it cannot be 
evoked by the stcckholders. We cannot 
go to the Government and say, * Nationa- 
lise the railways under the Act of 1844.” 
It is a piece of permissive :egisiatior for 
the Government to operate if it sees fit: 
and the point is, of course, that it has 
said, “No, we are not going to operate 
under that old Act and buy the railways; 
we are going tc introduce new legisla- 
tion”; and every Government has the right 
to introduce legislation for any purpose 
within very wide limits, and that legisla- 
tion, if passed by buth Houses becomes 
the law of the land and supersedes all pre- 
vious enactments on the same subiect. 
The other point I want to deai with is 
the possibiiity of action ayainst _ the 
Government through the Courts. I have 
had quite a few letters from stockholders 
saying could not we proceed against the 
Government under recent legislation intro- 
duced by the Lord Chancellor; but that 
Bill, when it becomes an Act. provides 
that where you have cause of action 
against an individual. you will in future 
have cause of action against the Crown 
where you had not it before; but it does 
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not mean that if you do not like a Govern- 
ment Bill you can bring an action in the 
Courts against it. 

Sir Charles Stuart-Williams drew atten- 
tion to the extraordinary nature of the 
proviso in the Bill which induced the 
Board to take that view that the dividend 
on the ordinary stock was ad interim for 
two years. This Bill tried to make retro- 
spective any activities of the board in 
February, 1947. In that respect he thought 
it was unprecedented, illogical, and, as 
had been advised by a well experienced 
lawyer in the North, illegal. It was a bad 
Bill. 

It was a Bill for which the Govern- 
ment had been given no general mandate. 
Only one section of the country had ever 
expressed any desire to nationalise, and 
there had been no attempt to take the 
opinion of those responsible for transport 
in this country; and, above all, there had 
been no attempt whatever to take the views 
of the consumers of transport. The British 
Railway Stockholders’ Union, of which he 
was Chairman, had been doing what it 
could, with the help of Mr. Ernest Short 
and his assistant, Major Croft. In_alli- 
ance with the L.N.E.R. Stockholders Asso- 
ciation, and helped by the Road Haulage 
Association, it was carrying out a cam- 
paign over the entire country. They were 
doing all they could to convince the 
Government that it was raising an issue 
which would upset and disrupt the coun- 
try. The Bill was not bound to go through. 
It had not more than a fifty-fifty chance 
now. It was up to everyone in the room to 
help in the campaign. They could write to 
local papers, get in touch with Members 
of Parliament, get signatures on petition 
forms. They could raise such a protest 
throughout this country that this Bill, 
which was not only disastrous in itself but 
may be one of a number of disastrous 
measures, was defeated. 

Mr. Allison referred to the fact that the 
cash at bank in 1945, when the company 
paid 4 per cent. on the ordinary stock, 
was £7,716,000. In 1946 the cash at bank 
was £10,607,000. How was it that the 
company had not paid the 4 per cent. 
again? The Chairman had said that 
“These were being confiscated by the 
Government. That was very strong lan- 
guage. If bills saying that the railways 
were being confiscated by the Government 
were put up, the people would begin to 
ask themselves this: If the Government 
could confiscate the railways, would it next 
confiscate the amount which the people 
had in the Post Office Savings Bank? A 
fear would be created in the minds of 
millions of people who had money in the 
Post Office Savings Bank, and the result 
would be that they would support th: 
railways in this issue as a first step to- 
wards safeguarding their savings. 

Mr. Ernest Short, speaking on behalf 
of the British Railways Stockholders 
Union, and also on behalf of the London 
and North Eastern Stockholders Union, 
emphasised the points made by Sir Charles 
Stuart-Williams. 

Mr. William Wharton said that he had 
found the people only too anxious and 
willing to sign petitions against the Bill. 

Lieutenant-Commander Inglefield quoted 
John Bright as saying a good many years 
ago, “Railways have rendered more 
service and have received less gratitude 
than any other institution in the country.” 
That was just as true today as it Was then. 

Mr. Lamerson asked what the company 
had done about developments concerned 
with the management of the almost quar- 
ter of a million staff. Would it not have 
been a very good thing to put those de- 
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velopments before the meeting and before 
the public to show what the company was 
doing to improve relationships between 
management and men? 


The Chairman’s Reply 

The Chairman: Ladies and gentlemen, 
I would like to deal with these puints that 
have been raised. Sir Charles Stuart- 
Williams put his finger on one or two vital 
defects in the Bill. The theory, of course, 
underlying this Bill—it is an ironic theory 
—is that it represents a bargain between a 
willing buyer and a willing seller. The 
willing buyer is there all right. The 
assumption is that everything is frozen at 
this time and you cannot do what you like 
with your own company. 

Mr. Ernest Short and Mr. Wharton both 
supported Sir Charles in making appeals 
for the Stockholders Union. 1 would like 
to pay tribute to the very great work they 
have done on behalf of the stockholders. 
(Applause.) It is work that for certain 
reasons it is quite impossible for us to do, 
but they have done it with energy and 
determination; and if we do defeat the 
Bill—and I do not give up hopes of defeat- 
ing it yet—a great deal of the credit will 
have to go to those two Unions to which 
Sir Charles referred. 

Mr. Allison was talking about the bal- 
ance in the bank. I am afraid we can- 
not work our profits on that basis. I do 
not want to go into elementary economics, 
but if you had £10 in the bank and owed 
£20 you would not be as well off as if 
you had paid all your bills and had £5 
in the bank: so that we cannot base our 
dividend policy on what we have got in 
the bank. As regards confiscation, I de- 
liberately used that phrase, “confisca- 
tion,” but you cannot apply it to the whole 
Bill because, after all, they are giving you 
something, even if it is not adequate; they 
are giving you an inadequate return but 
they are giving you something. 

Mr. Lamerson referred to the staff and 
asked what are we doing for them. There 
is always a little danger in blowing one’s 
own trumpet in that direction. I can only 
assure you that, as far as I am concerned 
and as far as the Board is concerned, and 
the senior officials, the whole of our efforts 
are directed toward cultivating a more 
human relationship with our own staff. 
If Mr. Lamerson would care to make 
enquiries afterwards we could let him have 
a brochure on the very point he raised. 

Mr. McSheehy: I have one question; it 
is about the interest on the preference stock 
for this year. If the Bill passes, the rail- 
way companies will not pass into the 
hands of the Government till January 1, 
1948; therefore anything that is done by the 
companies during this year is the com- 
panies’ affair, and it is the companies’ 
property and the stockholders’ property; 
and therefore I cannot see why we should 
not get our own interest. 

The Chairman: The real answer is that 
they are buying us as a going concern, with 
all assets, and the final dividends are de- 
termined after the accounts are squared up. 

The resolutions for the adoption of the 
report, with the statement of accounts, for 
the payment of dividends, and the re-elec- 
tion of directors. and the re-election of 
auditors, were then put to the meeting, and 
were carried. 

Mr. Scott-Adie said that in August last 
he had arranged for an informal Gallup 
poll at one of the big railway centres, and 
the type of worker interviewed was the 
heavy worker—the porter, the shunter, the 
guard, the engine driver, the fireman; the 
higher grades and the clerical staff were not 
interviewed. These workers were asked: 
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Are you in favour of nationalisation or 
are you not? Of the replies received, 65 
per cent. were against nationalisation. The 
remaining 35 per cent. were either uncer- 
tain or in favour. He went on to move a 
resolution pledging continued support to 
the Chairman and directors, in opposition 
to the proposals of the Government for the 
nationalisation of the railways, and express- 
ing to the Chairman and directors the 
hearty thanks of the proprietors for their 
unsparing efforts in that behalf. 

Councillor Wilson objected to a resolu- 
tion being moved at a formal meeting 
which had not been circulated beforehand. 
As a statement, it might be accepted. 

The Chairman said he thought Mr. 
Scott-Adie would agree that the whole of 
the meeting was with him, even if the re- 
solution was not put formally. 

Mr. Scott-Adie agreed. 

The Chairman: Thank you. As I told 
you in my speech here, it is no light thing 
to be Chairman of a large railway com- 
pany like this, and, naturally, I was a little 
nervous about coming in front of you at 
such a time. Your kindness and your con- 
sideration and your support have been of 
tremendous help to me, and, I might say, 
of encouragement to the rest of the board 
to go on to do what we can in your in- 
terests and in the interests of the country 
in Opposing the Bill. I have each morning 
now for some weeks been almost reluctant 
to go to the office and open my mail be- 
cause I have been inundated with letters 
from stockholders explaining the effects of 
the Bill on their own circumstances— 
people who have looked to the dividends 
of the railway company as their main, if 
not their sole, source of income; and they 
write the most piteous letters to me, and | 
am more or less satisfied that they are 
genuine. To me, it is one of the most 
distressing parts of the day to open the 
mail and read those letters from the stock- 
holders. For that reason alone—if that 
were the only reason—I should be glad to 
see this wicked and pernicious Bill thrown 
out. Thank you very much. 

Councillor Wilson: Ladies and gentle- 
men, I feel that each and every one of us 
would like to congratulate our Chairman 
and move a hearty vote of thanks for the 
manner in which he has conducted this 
annual general meeting. .(Applause.) 

The Chairman: Thank you very much. 


New Steel Company for 
South Wales 


Details were made public recently of 
plans for the formation of a new company 
to develop the sheet and tinplate industry 
in South Wales. The announcement was 
made by Mr. E. H. Lever, Chairman of 
Richard Thomas & Baldwins Limited, in 
a mecting with the Port Talbot and Aber- 
avon Chamber of Trade on February 6, 
as reccrded briefly in our February 7 issue. 
Mr. Lever explained that certain assets 
from existing companies would be put 
together to form the new company, which 
would be known as The Steel Company of 
Wales. 

These assets comprised the whole of 
the Guest, Keen & Baldwins under- 
takings at Newport and Carnarvon; a sub- 
stantial part of the old type tinplate works 
of Richard Thomas & Baldwins Limited; 
the tinplate plant owned by Llanelly 
Associated Tinplate Companies Limited; 
and the whole of the works of John 


Lysaght Limited at Newport. Valuations 
of assets taken over would be placed in 
the hands of an independent expert. 

Mr. Lever said that somewhere in the 
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region of £50 million of new money would 
be needed. The company would seek to 
buy as much equipment as possible in this 
country, tut some plant would have to be 
obtained frem the United States. South 
Wales had long been renowned for steel 
sheets and tinplate, but it was necessary 
to anticipate the growing demand for high 
quality wide sheets, the production of 
which would necessitate erection of 
modern continuous mills if this country 
was to regain its export market. The 
building of a continuous hot strip mill at 
Margan had priority in the plans of the 
new cumpany. It was proposed that this 
mill would roll a coil weighing 15,000 Ib., 
which was a larger coil than was at present 
rolled anywhere in the world. The mill 


Staff and Labour Matters 


Male Crossing Keepers : Hours of Duty 

The Chairman of the Railway Staff 
National Tribunal recently gave his de- 
cision on a claim submitted by the 
National Union of Railwaymen for a 48- 
hour week for male crossing keepers, cate- 
gories “A” and “B.” 

The three categories of male crossing 
keepers employed by the railway companies 
are:—(a) men responsible for the gates 
during the 24 hours or the whole time the 
crossing requires attention; (b) men re- 
sponsible for the balance of the time the 
crossing requires attention when one 
eight-hour crossing keeper is employed for 
the busiest eight hours, or other relief is 
given for any portion of the 24 hours; (c) 
men employed on 8-hour turns. Crossing 
keepers included in (a) and (b) receive the 
general conditions of service applicable to 
conciliation scheme grades except those 
relating to payment of an enhanced rate 
for night duty and to standard hours of 
duty. 

The N.U.R. contends that, apart from 
canal lock-keepers, male crossing keepers 
in categories “ A” and “ B” are the only 
grades included in the conciliation scheme 
who do not enjoy a 48-hour week; that 
category “A” crossing keepers are re- 
sponsible for and in charge of crossings 
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for hours varying from 13 to 24 a day; 
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would have an output of 20,000 tons a 
week. 

Three new cold reduction mills would 
be provided, two of which would be sited 
in the Swansea and Llanelly districts. The 
main features of the Swansea and Llanelly 
plants would be sturdy construction, and 
a speed of up to 4,000 ft. per min., which 
was very much higher than that of the 
existing Ebbw Vale mill. Progress with 
the scheme would be dependent upon the 
approval of the Steel Board, and it was 
hoped tha. the Treasury would give sym- 
pathetic consideration to the plans, having 
regard to the fact that the promoters were 
undertaking the modernisation of plant in 
the naticnal interest at a time of high 
capital costs. 





and the category “B” men’s hours vary 
up to 16 hours a day. 

It also contends that crossing keepers 
are responsible for the control of traffic 
involving the safety of human lives, and 
that statistics indicate that comparatively 
few accidents occur at crossings, thus illus- 
trating the men’s devotion to duty; that 
the existing hours of duty of the men 
covered by the claim cannot be justified 
in present-day circumstances. particularly 
in view of the standard working hours in 
the chief industries in the country; that 
the exhibited extracts from letters received 
at the Union's headquarters in 1938 from 
a number of crossing keepers show how 
the men are called at various times, both 
day and night, to attend to the gates; and 
that conditions today are believed to be 
no different from those prevailing in 1938. 

The Union further submits that a num- 
ber of crossing keepers in categories “ A” 
and “B” are disability cases and should 
not be required to work such long hours; 
that the arrangements for relief vary and 
are made at the discretion of the employ- 
ing company; that the men who afford 
relief are conditioned to an 8-hour day or 
48-hour week; that because of their long 
hours of duty crossing keepers do not en- 
joy the same leisure facilities as their fel- 
low railwaymen employed on a 48-hour 
week; and that the claim is not unreason- 








U.S. Awards to British Railway Officers 





Major-General Clayton L. Bissell (left) after presenting the U.S. Medal 
of Freedom to Sir William Wood. President, L.M.S.R. (centre), and 
Sir Eustace Missenden, General Manager, Southern Railway (right) 
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able in view of the change in the man- 
power situation since the war. 

It is contended by the railway com- 
panies that the amount of work undertaken 
at each crossing varies in relation to the 
amount of road or rail traffic and accord- 
ing to the normal position of the gates; 
that gates across busy roads are in general 
staffed by crossing keepers who already 
have an 8-hour day and a 48-hour week; 
that at many crossings the work is of a 
very intermittent nature, particularly where 
the gates normally stand open to the road; 
that the National Wages Board in decision 
119 found against a claim for an 8-hour 
day or 48-hour week in respect of grades 
working longer than such hours, but re- 
commended that where the work of cross- 
ing keepers had materially increased owing 
to motor traffic there should be some addi- 
tional payment or arrangements for relief: 
that the railway companies have reviewed 
cases since submitted by the N.U.R. 

The companies further claim that the 
comparatively few accidents occurring at 
crossings indicate that the duties are not 
arduous; that the hours of work of cross- 
ing keepers cannot justly be compared with 
the hours worked in other industries be- 
cause of the intermittent nature of work; 
that the duties allotted to the majority of 
crossing-keeper posts are of a light charac- 
ter and suitable for disabled men; that in 
the case of many of the category “ A ” and 
“B” posts a house .is provided in the 
vicinity of the crossing and the crossing- 
keeper often works from this house; that 
the circumstances and work at each cross- 
ing vary and should not be standardised: 
and that in view of the prevailing man- 
power situation there would be real and 
practical difficulties in the way of provid- 
ing attendance daily for any hours in ex- 
cess of eight for which crossings might 
require attention, for, as transpired during 
the hearing, the number of additional em- 
ployees required would be in the region of 
800. 

The Chairman of the Tribunal found 
that a genera] claim for a week of 48 
hours for all male crossing keepers in cate- 
gories “ A” and “ B” was not established, 
and awarded accordingly. 


Parliamentary Notes 


Petitions against L.M.S.R., L.P.T.B., and 
Nottingham Corporation Bills 

Petitions against the London Midland & 
Scottish Railway Bill have been deposited 
in the House of Commons Committee & 
Private Bill Office by the Lancashire 
County Council; Kearsley Urban District 
Council; Little Lever Urban District Coun- 
cil; Nottinghamshire County Council; Im- 
perial Chemical Industries Limited; North 
Wales Power Co. Ltd.; Bolton Corpora- 
tion; and Northampton Corporation. A 
petition by St. Helens Corporation has 
since been withdrawn. 

Petitions against the London Passenger 
Transport Bill have been deposited by Mr. 
Edward James Redford; St. Albans High 


School for Girls; Hertfordshire County 
Council; Essex County Council; West 
Sussex County Council; Colne Valley 


Water Company; Chigwell Urban District 
Council; Executors of Frank Mayle, de- 
ceased, and Frank Mayle & Sons Ltd.; 
Heston & Isleworth Corporation; Royal 
Brewery, Brentford, Limited; Ealing Cor- 
poration; Kent County Council; Middle- 
sex County Council; St. Albans Corpora- 
tion; Tottenham Corporation; Wands- 
worth Borough Council; and the Rt. Hon. 
William Lygon, Earl Beauchamp, and 
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Lady Lettice Cotterell, the trustees of the 
Angell Estates. 

The London & North Eastern Railway 
and the London Midland & Scottish Rail- 
way have deposited a petition against the 
Nottingham Corporation Bill. 


L.N.E.R. Bill 

The London & North Eastern Railway 
Bill was read a second time in the House 
of Commons on February 10, and re- 
ferred to the Examiners of Petitions for 
Private Bills. 

L.M.S.R. Bill 

In the House of Commons on Febru- 
ary 10 the London Midland & Scottish 
Railway Bill was read a second time, and 
referred to the Examiners of Petitions for 
Private Bills. 

L.P.T.B. Bill 

The London Passenger Transport Board 
Bill was read a second time in the House 
of Commons on February 11, and referred 
to the Examiners of Petitions for Private 
Bills. 

Transport and the Fuel Position 

During the course of his statement on 
the fuel position in the House of Com- 
mons on February 28, the Prime Minister 
(Mr. C. R. Attlee) replied to a question 
by Mr. Anthony Eden (Warwick & Leam- 
ington—C.), who referred to the state- 
ment by the Secretary of the Miners’ 
Federation that the breakdown had been 
due to transport, and asked whether he 
could make any comment on that state- 
ment, particularly in view of the responsi- 
bility of the Minister of Transport. 

The Prime Minister said it was not only 
due to transport. Transport difficulties 
were one of the factors, but it would be 
wrong to put it down solely to transport. 
There had been great difficulties with roll- 
ing stock, engines and other things, due 
to repairs needed after the war, and so on. 
There had been occasional—even, at times, 
considerable—difficulties in the supply of 
wagons, but, as he had said, it would be 
a mistake to put it all down to transport. 


Questions in Parliament 
Oil-Burning Locomotives 

Viscount Hinchingbrooke (Dorset 
Southern—C.) on February 3 asked the 
Minister of Transport how many oil-burn- 
ing locomotives were now running in this 
country; and how many were now being 
equipped with oil firing. 

Mr. Alfred Barnes stated in a written 
answer: Eighteen locomotives have, so 
far, been equipped for oil burning. It is 
proposed eventually to equip 1,217. 


Increased Railway Charges 

Mr. W. T. Proctor (Eccles—Lab.) on 
February 24 asked the Minister of Trans- 
port whether he was in a position to an- 
nounce his decision in regard to the re- 
commendations made in the report of the 
Charges Consultative Committee concern- 
ing the adjustment of charges by the 
controlled railway companies, and when 
he would publish the report. 

Mr. Alfred Barnes: Yes. The report is 
being published today and copies have 
been placed in the library. The commit- 
tee recommend certain increases in charges, 
but, in view of the uncertainty of the level 
of railway traffics in the current year, the 
Government has decided to wait until the 
end of March and then to review the posi- 
tion in the light of further experience of 
the trends of receipts and expenditure. I 
must make it clear that, if these trends are 
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then unfavourable, charges will have to be 
increased without further delay. Certain 
adjustments will be made at an early date 
in the charges at railway-owned docks, and 
in the rail rates for juvenile season tickets. 
I have asked the companies concerned to 
consider how best to correct certain 
anomalies in the fares from stations on the 
London Tilbury & Southend section of the 
L.M.S.R. Particulars will be circulated. 
The committee’s further report on ques- 
tions affecting coastwise shipping is still 
under consideration. 

Mr. Barnes circulated the following par- 
ticulars later: — 

DOCKS, HARBOURS AND WHARVES 

Increases above Pre-War Charges 


Recom- To be 
mended brought 
by charges into 


Existing Consulta- operation 
tive Com- at an early 
mittee date 


Percent. Percent. Per cent. 


Statutory charges : 
Coasting liners, when 

carrying mixed car- 

goes of merchandise 

and operating on 

regular scheduled 

services, and on car- 

goes of such liners 15 20 1S 
Other coastal vessels 

and their cargoes... 40 20 1S 
Other rates, dues and 

charges... obi 40 60 50 

Sea on tickets for juveniles: At present, 
season tickets for residential purposes are 
issued, at half the ordinary rates, to pas- 
sengers between 16 and 18 years of age, 
but only when their wages or monetary 
allowances do not exceed 25s. per week. 
As from an early date, such season tickets 
will be issued, at two-thirds of the ordin- 
ary rates, to all passengers between 16 and 
18 years of age, irrespective of their wages 
or monetary allowances. 

Fare anomalies: The committee’s report 
refers to anomalies in the fares from 
stations on the London Tilbury & Southend 
section of the L.M.S.R. to stations on the 
railways of the L.P.T.B. The railway 
companies and the Board have been asked 
to investigate this matter and report at an 
early date their recommendations for a 
solution. 


Coal Transport in South Wales 

Mr. D. J. Williams (Neath—Lab.) on 
February 3 asked the Minister of Trans- 
port if he was aware of the continuous de- 
lay in the transport of coal from the col- 
liery districts of South Wales; that large 
numbers of loaded coal wagons were held 
up for weeks in railway and dock sidings; 
and what action he proposed to take in 
the matter. 

Mr. Alfred Barnes in a written answer 
stated: 1 am not aware of any continuous 
delay in the transit of coal from the col- 
liery district of South Wales, although the 
recent bad weather has made railway 
operations difficult. Owing to uncertainty 
of shipping, also due to bad weather, 
wagons with coal for shipment must, from 
time to time, be held under load. 


Chester Railway Traffic Restrictions 

Commander J. F. W. Maitland (Horn- 
castle—C.) on February 3 asked the 
Minister of Transport whether he was 
aware that a railway ban has been im- 
posed on goods travelling from Chester to 
the east of England on January 1, 1947; 
how long that ban may be in force; and 
when normal goods traffic between the west 
of England and Lincolnshire would be in 
full operation. 

Mr. Alfred Barnes stated in a written 
answer: Rail traffic from Chester and the 
adjacent area to Lincolnshire has been 
affected by the restrictions on acceptance 
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of traffic imposed by the railway com- 
panies because of shortage of locomotive 
power and the need to ensure the move- 
ment of coal. These restrictions will be 
lifted as soon as conditions permit. 


Calorific Value of Coal for Railways 

Sir Ralph Glyn (Abingdon—C.) on 
January 29 asked the Minister of Transport 
what was the average calorific value of coal 
supplied for locomotives to each of the 
main-line railway companies during 1946, 
compared with 1938. 

Mr. Alfred Barnes stated in a written 
answer: The following statement shows the 
result of certain limited tests made by the 
railway companies :— 

(B.T.U 

W R. 
1938 
BTU 


14 960 


L.N.E.R 
1946 
BTU 


1938 
B.TU 


G 
1946 
B.T U 
England and Wales 
13,840 


13 300 13 600 


Scotland 
12,400 


12,500 
Railway Rolling Stock 

Sir Ralph Glyn (Abingdon—C.) on 
January 31 asked the Minister of Trans- 
port how many locomotives and what type 
of rolling stock has been taken from. British 
railway companies and used in overseas 
theatres of war between 1939-46; and how 
many of these had been returned in a con- 
dition fit for use. 

Mr. Alfred Barnes stated in a written 
answer: The information Sir Ralph Glyn 
requires 1s as follows :— 

Stock 
unfit 


for 
service 


Stock 
fit for 
traffic 


Stock 

taken Stock 
from returned = after 
railways to attention and 
and used railways Inrailway con- 
overseas workshops demned 


262 8 


Type of 
stock 


Locomotives ... 
Passenger stock— 
Passenger- 
carrying 
coaches 
Passenger 
brake-vans 
Freight stock 
Open wagons 
Covered vans 
Containers 


807 431 


204 154 


142 12 

6 2 2 
195 113 106 
Exports of Locomotives 

Sir Ralph Glyn (Abingdon—C.) on 
February 4 asked the President of the 
Board of Trade how many locomotives 
manufactured in the shops of private loco- 
motive builders had been exported from 
this country from 1939 to the end of 
1946. 

Sir Stafford Cripps (President of the 
Board of Trade) in a written answer 
stated: Total exports during the years 1939 
to 1946 inclusive were 4 electric and 940 
other main-line locomotives and 1,376 
contractors’ and light locomotives. It is 
understood that all of these were made in 
the shops of private builders. 


Return of Railway Wagons 

Major John Morrison (Salisbury—C.) on 
February 6 asked the Minister of Fuel & 
Power why his department had prevented 
coal merchants for several weeks from dis- 
posing of coal during October; and to 
what extent that holding-up of the return 
of railway wagons to collieries had con- 
tributed to the further shortage of fuel at 
the end of the year. : 

Mr. E. Shinwell (Minister of Fuel & 
Power) stated in a written answer: There 
was no prohibition during October on 
merchants’ disposals of house coal. A 
certain amount of wagon _ standage 
occurred in the South Western Region dur- 
ing this period in areas where merchants’ 
stocking grounds were full, but this was 
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kept to a minimum by the diversion of 
supplies to other stations less favourably 
placed, and in the last week of October 
by allowing merchants in a few special 
cases to begin deliveries for the Novem- 
ber-December restriction period. The 
period of standage was not abnormal for 
this time of the year and exercised no ap- 
preciable effect on the general fuel 
position. 


Public Relations Officers 

Mr. A. C. Bossom (Maidstone—C.) on 
February 3 asked the Prime Minister 
whether he would now consider instructing 
all departments to dispense with their pub- 
lic reiations officers, permitting in their 


British thermal unit) 


Southern Railway 
1946 1938 
B.T.U. 


L.MSR 
1946 
BTU 


1938 


BTU B.T.U. 


12 960 13 230 


12,285 


13,470 14 440 


12,050 


place the staffs of the Press to obtain and 
publish their own unbiased reports of the 
actual performances of the several de- 
partments. 

The Prime Minister (Mr. C. R. Attlee): 
No. There is no intention of dispensing 
with information officers regarding whose 
functions Mr. Bossom seems to be misin- 
formed. So far from hindering the Press, 
their work is essential to the expeditious 
handling of Press inquiries. 

Mr. Bossom: In the face of the ever- 
lasting complaints about the shortage of 
manpower, and the exhortations of so many 
Ministers to everybody to work harder, 
how can the Prime Minister justify this 
waste of manpower at the present time? 

The Prime Minister: I do not accept the 
assumption that it is a waste of manpower. 
On the contrary, I have been assured by 
journalists themselves that these informa- 
tion officers are extremely helpful. 

Mr. R. De |a Bere (Evesham—C.): Is it 
not a fact that the taxpayers’ money is be- 
ing used for this purpose, which is nothing 
more or less than Government propa- 
ganda, which is often wide of the truth, 
and very harmful to all those who read it? 
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Mr. Wilson Harris (Cambridge Univer. 
sity—Ind.): Does not the work of these 
officials avoid a waste of the time of ad. 
ministrative officers? 

The Prime Minister: That is quite true. 

Mr. Hopkin Morris (Carmarthen—Ind, 
Lib.): Will the Prime Minister issue jp. 
structions that the growing practice of 
Civil Servants holding Press conferences 
should be discontinued? 

The Prime Minister: I should like to 
have notice of that question. 


London Transport Kerbside 
Shelter 


The competition organised by the London 
Passenger Transport Board in an endea- 
vour to find the ideal design for a kerbside 
shelter for bus and tram stopping points 
brought in more than 300 entries. The 
first prize of 300 guineas was awarded to 
Mr. D. Dex Harrison, A.R.I.B.A., whose 
design, which is illustrated below, can be 
varied in detail to suit different sites and 
shortages of particular materials, and 
which 1s easy to erect and can be removed 
for repair or alteration without trouble. It 
will take a framed and lighted’ notice 
board or it need have no notice board at 
all. The flat oval copper dome is as sym- 
bolic of temporary shelter as an um- 
brella. A replica of this shelter, together 
with drawings submitted by other compe- 
titors, was shown at an exhibition held at 
Charing Cross Underground Station last 
month. 

The exhibition was formally ovened 
on February 7 by Sir Lancelot 
Keay, President, R.I.B.A., and presiding at 
the opening was Mr. G. R. Strauss, Parlia- 
mentary Secretary to the Board of Trade. 
Sir Lancelot Keay congratulated _ the 
L.P.T.B. on its enterprise in organising the 
competition and on its success, and Mr. 
John Cliff, Chairman of. the London 
County Council and a member of the 
L.P.T.B., said that the policy of close 
working between London Transport and 
the architectural profession would con- 
tinue in the design of all buildings contem- 
plated in the future. 


London Transport Kerbside Shelter 


Prize-winning design of shelter for bus and tram stops 
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Notes and News 


Richard Klinger Limited: Liverpool 
Office—Richard Klinger Limited has 
opened a new branch office and depot at 
11, Goree Piazzas, Liverpool, 3 (tele- 
phone: Central 3497). 


Maintenance Engineer Required.—An 
engineer for the maintenance of diesel- 
electric locomotives and road vehicles is 
required by Imperial Chemical Industries 
Limited at their Wilton Works. See 
Official Notices on page 227. 


Cost-of-Living Index.—At January | 
last, the official cost-of-living index figure 
was 104 points above the level of July, 
1914, showing no change as compared 
with November 30 last. At January 1, 
1939, the cost-of-living index was 55 points 
above July, 1914. 


London Passenger Transport Board 
Vacancies.—Applications are invited for 
posts in the department of the Chief 
Mechanical Engineer (Railways) for elec- 
trical and mechanical engineering work in 
the running, technical, and shops divisions. 
See Official Notices on page 227. 

Staggered Hours for Southern Rail- 
way London Staff—As from Febru- 
ary 10, a scheme has been in opera- 
tion to spread the working hours 
of staff in the London  administra- 
tive offices of the Southern Railway. The 
previous working day was from 9 a.m. to 
5 p.m., but under the new “stagger” 
plan over half the staff arrives in London 
at 8.30 a.m., and leaves at 4.30 p.m. The 
remainder arrive at varying intervals until 
10 a.m., and leave again in the evening at 
times varying between 4.30 p.m. and 
5.30 p.m. 


Lond Fi ger Transport Board.— 
The London Passenger Transport Board 
on February 13 announced that the net 
revenue for the year 1946 available for 
the payment of interest on the London 
Transport stocks was £4,695,825, made up 
of £4,656.639 in respect of the fixed 
annual sum receivable under the Railway 
Control Agreement, £23,952 from profits 
on the sale of investments, and £15,234 
brought in from the London Transport 
“C” Stock Interest Fund. The total net 
revenue of £4,695,825 compared with 
£4,687,352 for the previous year, an in- 
crease of £8,473. Profits on investments 
were greater by £18,336 and the balance 
of the “C” Stock Interest Fund was 
greater by £14,064 (a total of £32,400), but 
the previous year’s accounts had been 
credited with £23,927 in respect of adjust- 
ments relating to the net revenue of earlier 
years. The payment of interest on the 
prior charge London Transport Stocks re- 
quired £3,901,381, leaving for the service 
of the London Transport “C” stock a 
balance of £794,444. A final payment of 
interest on the London Transport “C” 
stock for the year 1946 would be made 
by the Board’s Registrars, the Bank of 
England, on March 13, 1947, to all holders 
of the London Transport “C” stock 
registered in the books of the Bank of 
England at the close of business on Febru- 
ary 17, 1947, of 1} per cent. actual, less 
tax at 9s. in the £, making, with the 
interim payment of 1} per cent., a total 
of 3 per cent. actual for the year, the same 
rate as that paid for the previous year. 
The sum of £23,480 remaining after the 
payment of this interest, being Jess than 
one-eighth of one per cent. on the Lon- 
don Transport “C” stock outstanding, in 





accordance with: Section 39(7)(ii) of the. 


London Passenger Transport Act, 1933. 
would be transferred to the London Trans- 
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port “C” Stock Interest Fund The 
Transport Bill contained provisions for as- 
certaining the amount of the net revenue 
of the Board to be treated as available 
for distribution in respect of the two years 
1946 and 1947 taken together. Any dif- 
ference between the interest paid for the 
year 1946 and the amount retainable in re- 
spect of that year when the Bill has 
passed into law would be adjusted in as- 
certaining the net revenue for the year 
1947. The Board has transmitted to the 
Minister of Transport the report and state- 
ment of accounts and statistics, together 
with the auditors’ report, for the year 
ended December 31, 1946. Copies will be 
on sale, Is. each, at the offices of the 
Board. 55. Broadway, Westminster, S.W.1, 
from March 12, 1947, or as soon there- 
after as printing delays occasioned by fuel 
restrictions permit. 


North British Contract for Egypt.— 
North British Locomotive Co. Ltd., of 
Glasgow, has received an order for twenty 
4-6-0 type locomotives and tenders for the 
Egyptian State Railways. The order was 
negotiated by the North East Africa Trad- 
ing Company, S.A.E., which represents 
the North British Locomotive Co. Ltd. in 
Egypt. 


Railway Students’ Association Dance 
and Whist Drive—The Railway Students’ 
Association is holding a dance and a whist 
drive, supported by a short display by 
members of the Women’s League of 
Health & Beauty, on March 25 at Victory 
House, Leicester Place, Leicester Square, 
London, W.C.2, from 7 to 11 p.m. There 
will be a running buffet. 


Thos. W. Ward Non-Ferrous Mifetals 
Department.—Mr. W. B. Bamford, assis- 
tant to the late Mr. W. Wood, who was 
for 24 years in charge of the Non-Ferrous 
Metals Branch of Thos. W. Ward ‘Limited, 
Sheffield, has been appointed in control of 
the department. His chief assistant will 
be Mr. H. Bunker, who for the past five 
years has handled the company’s non- 
ferrous metals operations in Birmingham 
and the Midlands, in which area Mr. 
Bunker is succeeded by Mr. H. S. Rippon, 
who will operate from the Birmingham 
Office of Thos. W. Ward Limited. 


C.P.R. Ordinary Dividend.—At a meet- 
ing of the Board of Directors held on 
February 10, a final dividend of 3 per 
cent. (75 cents per share) on the ordinary 
capital stock in respect of and out of earn- 
ings for the year 1946 was declared pay- 
able in Canadian funds on March 31, 
1947, to shareholders on record at 3 p.m. 
on February 24, 1947. The directors 
pointed out that this dividend, making a 
total payment of 5 per cent. for 1946, is 
made possible only by a considerable in- 
crease in the income from investments and 
in the earnings from ocean steamships. 
Fixed charges have been sharply reduced, 
but net revenue also was substantially re- 
duced because of the impact of large wage 
increases established in 1946 and because 
of increases in cost of materials and sup- 
plies. It was added that future dividend 
action must depend necessarily on a 
material improvement in railway revenues. 


Southern Railway Company. — The 
directors of the Southern Railway Com- 
pany announced on February 13 that the 
total net revenue for the year 1946, in the 
computation of which regard had been 
had to the provisions of the Transport 
Bill as presented to Parliament, amounted 
to £7,184,536. The net revenue for the 
year 1945 was £6,989,301. The balarice 
brought forward from the previous year 


was £67,795, making the total sum avail- 
able for distribution £7,252,331. After 
meeting the interest and dividends on the 
pre-ordinary stocks the amount available 
for dividends on the ordinary stock for the 
year was £2,257,886. The directors se- 
solved to recommend the proprietors to 
declare the following dividends: a final 
dividend of 2} per cent. on the preferred 
ordinary stock, making, with the interim 
dividend of 2} per cent. already paid, 5 
per cent. for the year; 2} per cent. for the 
whole year on the deferred ordinary stock. 
For the previous year a dividend of 5 per 
cent. was paid on the preferred ordinary 
stock, and 2 per cent. was paid on ihe 
deferred ordinary stock. The balance car- 
ried forward is £12,574, compared with 
£67,795. It is proposed to pay the divi- 
dends, less tax at the rate of 9s. in the 
£, on March 21. 


Great Western Railway.—The net 
revenue of the company for the year 
1946, after including £297,466 now avail- 
able in respect of the period before Janu- 
ary 1, 1941, and £245,074 in respect of 
profit on realisation of investments. is 
£7,981,769, an increase of £576,209 com- 
pared with the net revenue for the year 
1945. After meeting the interest and divi- 
dends on the pre-ordinary stocks, there 
remains a balance of £2,992,000, and the 
directors have decided to recommend the 
payment of a dividend for the half-year 
ended December 31, 1946, of £3 per cent. 
on the consolidated ordinary stock. 
making £5 per cent. for the year, leaving 
a balance to be carried forward of 
£845,514. In making this recommendation 
the directors have had regard to the terms 
of the Transport Bill now before Parlia- 
ment. The dividend warrants will be 
posted on or about March 12. 


London & North Eastern Railway.—The 
net revenue of the company for the year 
1946 is £11,078,471, or an increase of 
£50,658 as compared with the net revenue 
for the year 1945. To this has to be 
added profit on realisation of investments, 
£33,311. and the balance brought forward 
from 1945 of £59,208, making a total of 
£11,170,990. After meeting the interest 
on the debenture stocks and the dividends 
on the guaranteed stocks, the directors re- 
commend that, having regard to the terms 
of the Transport Bill now before Parlia- 
ment, and subject to final audit, dividends 
be paid by warrant as under: a final divi- 
dend of 2 per cent. on the 4 per cent. first 
preference stock, making, with the interim 
dividend of 2 per cent. already paid, 4 per 
cent. for the year; a final dividend of 23 
per cent. on the 5 per cent. redeemable 
preference stock (1955), making, with the 
interim dividend of 2} per cent. already 
paid, 5 per cent. for the year; and a final 
dividend of 2} per cent. on the 4 per cent. 
second preference stock, making, with the 
interim dividend of 1 per cent. already paid, 
3} per cent. for the year; in each case less 
tax at 9s. in the £, leaving a balance of 
£175.576 to be carried forward. Subject to 
approval of these recommendations by the 
stockholders, warrants will be posted on 
or about March 12. 


Manchester Ship Canal Company.—The 
directors of the Manchester Ship Canal 
Company at a meeting on February 13 
decided to recommend the following divi- 
dends: 34 per cent. on the Manchester Ship 
Canal Corporation preference stock; 3 
per cent. on the preference shares; and 1} 
per cent. on the ordinary shares. The net 
revenue for the year after deducting de- 
benture and other interest amounted to 
£45,235. Adding £180,000 provision for 
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income tax not now required, and £25,985 
brought forward from the previous year, 
there was an-available balance of £251,220. 
After making the usual appropriation to 
reserve, and paying the dividends recom- 
mended, there remains £2,803 to be carried 
forward. 

Assistant Storekeeper Required.—An 
assistant storekeeper, not over 30 years of 
age, is required by the Nigerian Govern- 
ment Railway for one tour of 18 to 24 
months, with possible permanency. Candi- 
dates must have had experience of railway 
stores, accounting, and control of labour. 
See Official Notices on page 227. 


Senior Draughtsman (Enginecring) Re- 
quired.—A senior draughtsman (engineer- 
ing) is required by the Kenya & Uganda 
Railways & Harbours, for one tour of two 
to four years in the first instance. Can- 
didates must have a sound knowledge of 
the design of permanent way and railway 
yard layouts, and some experieiice oi rail- 
way signalling would be an advantage. 
See Official Notices on page 7 

Crompton Parkinson Limited.—Mr. H. 
H. Spencer, M.I.E.E., has relinquished his 
position as Branch Manager of the Lon- 
don Plant Division of Crompton Parkin- 
son Limited to take over special duties in 
the Sales Director's Department. Mr. 
Spencer has been succeeded by Mr. J. B. 
Scott, D.F.C., formerly Branch Manager 
of the Manchester Plant Division, which 
position is now held by Mr. R. Spiers. 
M.LE.E., previously with the London 
Plant Branch. Mr. T. A. Litthkewood, who 
has been Acting Branch Manager of the 
Birmingham Plant Division for the past 
year, has been appointed Branch Manager. 


Christmas Trees at L.N.E.R. Stations.— 
Since 1935 Christmas trees at North East- 
ern Area stations of the L.N.E.R. have 
provided £15,500 in cash and nearly 
37,000 toys and parcels for hospitals and 
other charities. This season the Christmas 
tree at York has raised over £910 and 450 
toys, and Mr. C. M. Jenkin Jones, Divi- 
sional General Manager, North Eastern 
Area, recently handed a cheque to Mr. W 
Louis Lawton (Chairman & Treasurer of 
the York County Hospital). This will be 


mals 


added to the £850 handed over last year. 


Those also present at the ceremony 


(see 
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accompanying illustration) included Sister 
Windass, York County Hospital; and 
Messrs. C. M. Stedman, Locomotive Run- 
ning Superintendent, J. E. M. Roberts. 
Passenger Manager. and S. A. Finnis, 
A sistant to Divisional General Manager, 
North Eastern Area, L.N.E.R. For 
Nine stations in the iworen t Area ule 
total for the 1946 collection _ is 
£4,566 13s. 10d.. against £3.760 8s. 8d. 
for the previous year. The figures 
for the other individual stations are: 
Darlington, £424; Harrogate, £126; Hull, 
£1,149: Middlesbrough, £642: Newcastle, 
£1,070; Scarborough, £100; South Shields, 
£49 5s.; Tynemouth, £94 10s. 


astero 


Locomotive Draughtsman Required.—A 
locomotive draughtsman or engineer, 25 to 
30 years of age. is required by a large en- 
gineering organisation. See Official Notices 
on page 227. 


Heavy Casualties in Japanese Derail- 
ment.—The derailment of a passenger 
train about 40 miles west of Tokio on 


February 25 is reported to have caused the 
death of about 178 passengers and injuries 
to 800 others. The train rolled down a 
6-ft. embankment. 


G.W.R, Goods Train Collision near 





ruary 18 on the G.W.R. 
Hallen Marsh Junction and Severn Beach, 
near Bristol. The engines and leading 
wagons of both trains were damaged, and 
the engine crews were taken to hospital. 


single line between 


Resident Engineer for the Tyne Im- 
provement Commission.—The Tyne Im- 
provement Commissioners invite applica- 
tions from qualified persons, not less than 
30 years of age, for the position of resi- 
dent engineer, under their chief engineer, 
for their dock estates at North and South 
Shields. See Official Notices on page 227. 


Snow Clearing by Jet Engines on the 
Southern Railway.—Experiments have 
been made by representatives of the South- 
ern Railway, the Air Ministry, and Rolls 
Royce Limited to decide the best methods 
of mounting twin jet engines so that they 


can be used for clearing snow and ice 
from the permanent way. Three gas tur- 
bine engines. two of which will be 


York Station Christmas Tree Proceeds for Hospital 


ay 
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‘ 
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Left to right: 


Lawton ; 


Sister Windass : 
M. Stedman ; 





Messrs. C. M. Jenkin Jones; W. 
as Bic 


L. 


Finnis (see 


M. Roberts; S. A. 


paragraph above) 
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mounted on a wagon, have been sent to 
Exmouth Junction Locomotive depot. The 
jet nozzles attached to the engines are 
directed on to the track at acute a gles, 
An oil tank with fuel for the gas turbines 
will be carried on another wagon in the 
train. Trials will begin shortly at a site 
which has been selected. 


Canadian Pacific Passenger Liner Ser. 
vices.—The Canadian Pacific will resume 
passenger liner services to Canada with the 
sailing from Liverpool on May 14 next 
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British and Irish Railway 
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44% Deb 130} 114 125 - 
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4% Second Pref. 294 | 254 | 273 2 
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44% — Fund 
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SOUTHERN 
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Def. — eas <<“) 194 22 xd — I} 
5% Pref 1254 | 107. | 119$xd — 3 
5% Red. Pref. (1964) 1154 1064 IIlyxd— | 
5° Guar. Pref. .-| 1374 119 132jxd 1 
5°% Red. Guar. Pref. 
eta ) | TIS4 1074 | IIl4xd--1 
% Deb. ‘ onl oe 1054 1244 
30° ees. ave vee] 1594 1254 1344 - 
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4% Red. Deb. (1970- 
80) ... ose we DISS 1044 IN4 - 
FORTH BRIDGE 
4% Deb. eee soot 103 1044 _ 
4° Guar. 105 102 101 
L.P.T.B 
44‘ A” Pe 1334 1204 1284 
ye 1424 1304 1374 
3% eet: (1967. 72)... 108 984 1044 — 4 
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4% Perp. Deb. | 7% | 903) | ant - 
3° Perp. Deb. init 81 924 7 
IRELAND* 
BELFAST & C.D. 
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G. NORTHERN 
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IRISH TRANSPORT 
Common _... 19/24 16.9 15/64 1/10 
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Tyne Improvement Commission 


HE Tyne Improvement Commissioners invite appli- 
T cations from quautied persons tor the position, 


under their Chief Engineer, of Resident Engineer tor 


their Dock Estates at North Shieids and South 
a must be corporate members of the 
Insttuuon of Civil Engineers, be not less than 30 
years of age and not more than 45 years of age on 
| January 1, 1947, and have had experience of Dock 
and Harbour construction and maintenance. 
Salary *800 per annum plus War Bonus (at 
present £65 per annum), rising by annual increments 


of £50 to a maximum of £900 per annum, The 
person appointed will be subject to the provisions 
of the Commussioners’ Superannuation Scheme. | 

Applications on a prescribed form, copies of which 
can be obtained from the undersigned, will be re- 
ceived up to April 9, 1947, and should be sent under 
cover addressed to the Chairman and marked “ Resi- 
dent Engineer—Docks.”’ 

The person appointed will be required to reside 
in the district and devote himself exclusively to the 
service of the Commissioners. Canvassing will be a 

squalification 
™ By Order, 

J. K. MCKENDRICK, 
Secretary 
Tyne Improvement Commission, 
Newcastle-upon-Tyne, 1. 
February 19, 1947 


[ MPERIAL CHEMICAL INDUSTRIES LIMITED, 
Wilton Works, require an Engineer for the main- 


tenance of Diesel-Electric Locomotives and Road 
Vehicles. Experience essential with locomotives (pre- 
ferably Diesel-Electric or Diesel) and Diesel Road 
Vehicles Preference given to candidates with a 


degree or professional qualification 

The successful candidate will be appointed to the 
Established Staff. 

Application forms may be obtained from the PER- 


SONNEL MANAGER, I.C.I. LiMiTED, Wilton Works, 
P.O. Box 54, Middlesbrough, Yorks Applications 
must be submitted within fourteen days of the 


appearance of this advertisement. 


T HE Chief Mechanical Engineer of Tanganyika 
Railways and Ports Services wishes to receive 
up-to-date catalogues (with prices if possible) of 


Railway and Road Transport Equipment of all kinds 
Manufacturers are invited to place the Chief 
Mechanical Engineer on their lists to be kept posted 


of latest developments. 
All catalogues, etc., should be addressed to 
THE CHIEF MECHANICAL ENGINEER, P.O. Box 468. 


Dar-es-Salaam, Tanganyika Territory 
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OFFICIAL NOTICES 


Crown Agents for the Colonies 


A PPLICATIONS from qualified candidates are 
invited for the following post: 

ASSiS1 ANI I1KANSPORLALLON MANAGER 
required by the Malayan Government for the Kail- 
way Department, for one tour of three years, with 
prospect of permanency. Salary 3850 a month, plus 
cost-of-living allowance of $110 a month for a single 


man and $160 a month for a married man 
(Malayan dollar 2s. 4d.). Free passages. Outfit 
aliowance £60 on first appointment. Children’s 


allowance at the rates of $70 a month for the first 
child and $50 for the second. Candidates, aged 30 
to 35, must be Associate Members of the Institute 
of Transport or hold equivalent professional or 
academic qualification They should have served as 
special traffic apprentices with one of the British 


Railways selected under their training schemes by 
competitive examination, or have been engaged 
direct from a_ university, and must subsequently 
have held a responsible executive position Apply 
at once by letter, stating age, whether married or 
single, and full particulars of qualifications and ex- 
perience, and mentioning this paper. to the CROWN 
AGENTS FOR THE COLONIES, 4, Millbank, London, 
S.W.1, quoting M/N/16704 on both letter and 


envelope. 


Crown Agents for the Colonies 


A PPLICATIONS irom qualified 
> invited for the following post: — 

SENIOR DRAUGHTSMAN (ENGINEERING) re- 
quired by the Keaya & Uganda Railways & Harbours 


candidates are 


for one tour of 2 to 4 years in the first instance. 
Salary £500 a year, rising to £600 a year om- 
mencing salary above the minimum may be granted 
according to age and war _ service Cost-of-livins 
allowance at present about £27 for a_ single man 
and for a marricd man between t81 and £145 
according to number of dependants Initial outfit 
allowance £30 Free passages and quarters Candi- 


dates must have a sound knowledge of the design of 
permanent way and railway yard layouts and some 
experience of railway signalling would be an advan- 
tage A general knowledge of structural engineering 
is also desirable Apply at once by letter, stating 
age, whether married or single, and full particulars 
of qualifications and experience, and mentioning this 


paper, to the CaOWN AGENTS FOR THE COLONIES, 4, 
Millbank, London. S.W.1, quoting M/N/12650 on 
both letter and envelope 

URGENTLY WANTED—Two Rail Straightening 


and Bending handling 
high 
rails up to 
Box 70, 
West- 


Machines capable of 
bull-headed rails up to 100 Ib. per yard, 6 in 
by 2% in. wide, and flat-bottomed 

120 Ib. per yard, 6 in. flange by 6 in. high 
The Railway Gazette, 33, Tothill Street, 
minster, London, S.W.1 


Crown Agents for the Colonies 


A PPLICATIONS from _ qualified 
invited for the foilowing post:— 
ASSISIANIL StOKEKEEPEK required by the 
Nigerian Government Railway tor one tour ot 18 1o 
24 months. With possible permanency. Salary t£40v, 
rising to £720 a year. On salary of £400 a year, 
local allowance is t60 and separation allowance tor 
married men is between t84 and £204 a year, accord- 
ing to dependants. Outfit allowance £60. Free pas- 
sages and quarters. Candidates, preferably not over 
30, must have had experience of Railway Stores, 
Accountung and Control of Labour. War service 
associatea with materials in the Army, Navy or Air 
Force would be an advantage. Aptitude tor office 
work is essential. Apply at once by letter, stating 
age, whether married or single, and tull particulars of 


candidates are 


qualifications and experience, and menuoning this 
paper, to the CROWN AGENTS FOR THE COLONIES, 4, 
Millbank, London, S.W.1, quoting M/N/17707 on 


both letter and envelope. 


TT HERE is an opening with a large engineering 

organisation for a Locomotive Draughtsman or 
Locomotive Engineer, 25 to 30 years of age, inter- 
ested in cost accounting and willing to study and be 
trained with a view to qualifying as an associate 
member of the Institute of Cost and Works Accoun- 
tants. To the right man this opportunity offers 
excellent prospects. Applicants must state age and 
salary required during training period, and give 
details of education, experience and qualifications.— 
Box 76, The Railway Gazette, 33, Tothill Street, 
Westminster, London, S.W.1. 


L ONDON PASSENGER TRANSPORT BOARD. 
Applications are invited for posts in the Depart- 
ment of the Chief Mechanical Engineer (Railways) 
for electrical and mechanical engineering work, in the 
running, technical and shops divisions. Applicants 
should be qualified engineers with practical experi- 
ence in railway, heavy or medium engineering. and 
not over 30 years of age. Salary up to £550 per 
annum will depend on relevant experience and on 
age. 
Applications, with full details of qualifications, ex- 
perience, and age, to be addressed not later than 


March 22, 1947, to STAFF OrFicer (ER/E.416). 
LONDON PASSENGER TRANSPORT BOARD, 55, Broadway. 
S.W.1. 

Canvassing, either directly or indirectly, will dis- 
qualify 


D RAUGHTSMAN, age about 30, for Lettering and 

Layout. Permanent position.—Apply C. C. 
WakeFiELD & Co. Ltp., 46, Grosvenor Street. 
London, W.1 Mayfair 9232. 








of the Empress of Canada, which has been 
reconverted after wartime service. 


Agreed Charges.—Applications for the 
approval of 75 further agreed charges 
under the provisions of section 37 of the 
Road & Rail Traffic Act, 1933, have been 
lodged with the Railway Rates Tribunal. 
Notices of objection must be filed on or 
before March 11 next. 


Future of the Machine Tool Industry. 
—At a recent meeting of the Machine Tool 
Advisory Council, the Chairman, Mr. S. 
F, Steward, announced that the attention 
of the Minister of Supply had been drawn 
to a Press report connecting the machine 
tool industry with future nationalisation 
plans. He said he was authorised to say 
that there was no truth in any suggestion 
that that had been, or was being. con- 
sidered by the Government. 


London Transport Players.—On Thurs- 
day, Friday, and Saturday, February 20, 
21, and 22, the London Transport Players 
Presented to large and appreciative audi- 
ences at the New Scala Theatre, off Totten- 
am Court Road, the ever popular Gilbert 
and Sullivan comic opera “The Gondo- 
liers." When it is remembered that this 
Society has produced no shows since 1939, 
When it gave an excellent musical per- 
formance of “The Three Musketeers.” the 
Standard attained in its first post-war pro- 
duction was remarkably high. Mr. James 
Lewis gave an excellent performance as the 
Duke of Plaza-Toro, as did Mr. John 
Priestly as the Grand Inquisitor. The Gon- 
doliers—Marco and  Giuseppe—were 
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brightly played by Stuart Reece and Alec 
Pleasance. Lynda Partington made an 
admirable Duchess of Plaza-Toro, and 
Gianetta and Tessa, the leading contadine, 
were very pleasantly played by Joyce 
Parkes and Winifred Eaglestone. The 
Opera was well staged and dressed, and a 
special word of praise must be accorded 
the members of the chorus and orchestra. 
Congratulations should also be tendered 
to those responsible for the production, 
Mr. Emil Hardy, the stage manager, and 
Mr. Horace A. Warton, A.R.C.M., musical 
director. 


Summer ._ Time and Double Summer 
Time.—As a contribution to economy in 
electric light and power, legislation has 
been introduced by the Government to ex- 
tend single summer time this year from 
March 16 to November 2, and to intro- 
duce double summer time from April 13 
to August 10. The normal duration of 
single summer time in accordance with the 
Summer Time Act, 1925, is from April 20 
to October 5. 


Mersey Railway Dividends.—The direc- 
tors of the Mersey Railway Company de- 
cided at a meeting on February 20 to 
pay the full dividend of 3 per cent. on the 
perpetual preference stock, less income tax 
at 9s. in the £, for the year ended Decem- 
ber 31. 1946; and to recommend payment 
of a dividend on the consolidated ordinary 
stock of 2? per cent., less income tax at 
9s. in the £, for the year ended Decem- 
ber 31, 1946. The dividend on the ordi- 
nary stock for 1945 was 24 per cent. 


A. C. Wickman London Area Manager. 

A. C. Wickman Limited, Coventry, an- 
nounces that Mr. W. V. Hodgson, who 
has resigned his Directorships of B.S.A. 
Tools Limited and Burton, Griffiths & Co. 
Ltd., has been appointed London Area 
Manager, in succession to Mr. J. M. 
Morris, who has resigned. 


Forthcoming Meetings 


March I1 (Tue.).—The Permanent Way 
Institution (London Section), at Read- 
ing, 6.30 p.m. “Relaying by Crane’ 
(Illustrated), by Mr. A. W. Sheldon 
(S.R.). 

March 11 (Tue.).—The Institution of Civil 
Engineers (South Wales and Mon- 
mouthshire Association), at the 
Assembly Room, Town Hall, Newport, 
6 p.m. ‘Permanent Way Mainten- 
ance and Renewal,” by Lt.-Colonel 
E. C. Cookson, R.E., B.Sc., M.LC.E. 
(S.R.). 

March 14 (Fri.—The Institution of 
Mechanica] Engineers, Storey’s Gate, 
St. James’s Park, London, S.W.1. 
5.30 p.m. “A Contribution to the 
Solution of the Gas Turbine Prob- 
lem,” by Mr. A. J. R. Lysholm, 
M.I.Mech.E. 

March 15 (Sat.).—The Permanent Way In- 
stitution (Manchester and Liverpool 
Section), at London Road Temper- 
ance Institute, Southport. “Some Engi- 
neering Tit-bits,” by Mr. A. Ellis, of 
Blackburn. 


. 





Depression in stock markets because of 
the fuel crisis proved short lived, and under 
the lead of industrial shares, prices have 
recorded widespread recovery in response 
to the “switch-on” developments. Buyers 
appear to have ignored the fact that earn- 
ings of a large number of companies must 
be affected by the events of the past two 
weeks and the repercussions of the fuel 
crisis. It is true that demand tended to 
become more selective, with shares of over- 
seas companies favoured, but the spec- 
tacular nature of the rally in values and 
the persistent demand appeared to give 
some grounds for the contention that ordi- 
nary or equity shares were being pur- 
chased as a hedge against inflation. Iron 
and steels rallied well and colliery shares 
have again been in favour on break up 
value estimates. Babcock & Wilcox and 
Ruston & Hornsby were among shares 
which were in request on the expected big 
demand for oil engines and allied equip- 
ment. 

Outstanding feature of markets, how- 
ever, has been the further spectacular 
gains in Argentine railway securities, deal- 
ings in which reached such proportions 
that at one time dealers were obliged to 
suspend normal dealing procedure. The 
big expansion in demand followed the 
statement by the British-Argentine Railway 
Council as to how the £150,000,000 sale 
price of the Argentine railways is to be 
divided between the various companies. 

The “shareout” is on a “recognised 
capital” basis, not on the basis of net 
revenue. This has been followed by cal- 
culations as to the gap between the com- 
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Railway Stock Market 


pensation valuation and that of current 
market values. Most of these calculations 
are based on the assumption that deben- 
tures will receive par, and there are many 
uncertain elements in the position which 
make it difficult at this stage to estimate 
the compensation basis of individual 
stocks. 

As it will be several weeks before official 
schemes for compensation in respect of 
the latter have been decided, speculative 
activity in Argentine rails may grow 
rather than diminish. The tendency has 
been to favour preference stocks of the 
Central Argentine and Buenos Ayres 
Western companies, prices for which have 
risen substantially. Ordinary stocks have 
also shown marked activity at higher 
levels. 

Final sanction of proposals for compen- 
sation presumably will have to be given 
by stockholders and the proposals may 
stand or fall on the voting of holders of 
the ordinary or equity stocks. The follow- 
ing includes some of the more substantial 
gains in Argentine railway stocks s’nce the 
announcement of the  British-Argentine 
Railway Council as to the compensation 
basis for the various companies :—— 

February 
26 


16 


Current 


B.A. Gt. Southern, Ord. ... 
Do. 


Do. 
B.A. a 
44% 


B.A. & Pacific, 1912 Deb. 

Cent. Argentine, Ord. ... 
Do. 44% Pref. 
Do. 6% Pref. 
Do. 47, Deb. 

Entre Rios, Ist Pref. ase 
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The rise in Argentine rails has extended 
to other South American railway stocks on 
vague talk of possible nationalisation de. 
velopments in the future. Compared with 
prices ruling on February 26 last, for in. 
stance, Leopoldina preference has risen 
from 26 to 37 and Antofagasta preference 
from 63 to 67. 

The home railway dividends were 
slightly below general market expectations, 
but it is recognised that as things are the 
directors in their dividend decis Ons are 
bound by the stipulations of the ~ ansport 
Bill. In the circumstances a rth rvative 
course is being followed until the position 
in regard to dividend payments is clarified. 
There has been a little selling of home 
rails, but buyers were in evidence. 

Great Western, for instance, is now 553, 
compared with a take over price of 59,,, 
and the 5 per cent. preference at 120}, 
compares with 125; take over. In the 
case of L.M.S.R. ordinary the current price 
of 274, compares with 294 take over, and 
in regard to L.N.E.R, second preference, 
the comparison is between 27 and 294, 
Southern deferred is now 22, or two points 
below the take over, and the preferred at 
74, compares with 77%. Unlike other sec- 
tions of markets, notably Argentine rails, 
home railway stocks are not attracting 
lively attention because as the position is 
defined by the Transport Bill, there is little 
scope for speculative initiative. Neverthe- 
less, it is clear that Argentine railway stock- 
holders have been accorded a much more 
equitable deal than that which is being 
forced on home railway stockholders by 
the British Government. 


Traffic Table and Stock Prices of Overseas and Foreign Railways 


Railways 


/ oa 
Arg. N.E. 
Bolivar 
Brazil ... 
B.A. Pacific 
B.A.G.S. ove 
B.A. Western... 
Cent. Argentine 
Do. 
Cent. Uruguay 
Costa Rica 
Dorada 
Entre Rios... 
G.W. of Brazil 
Inter. Ctl. Amer. 
La Guaira 
| Leopoldina 
Mexican 
Midland Uruguay 
Nitrate 
N.W. of Uruguay 
Paraguay Cent. 
Peru Corp. 
Salvador 
San Paulo 
Taltal . . 
United of Havana 
Uruguay Northern ... 


South & Centrai America 


Dec., 1946 


Jan., 1947 
Canadian National eve 23, Jan., 1947 
Canadian Pacific . 17,037 28.2.47 
202 

204 

607 

277 
1,900 

oo] 2,445 
.| 13,323 
4,774 


Jan., 1947 
Sept., 1946 
20.1.47 


31 12.46 
Dec., 1946 


Barsi Lightt 

Beira ... 

avon Delta 

Manila wo 
Mid. of W. Australia... 
Nigeria -_ mS 
Rhodesia 

South African 


Victoria , 1946 


Traffic for week 


Totals 
Inc. or dec. 
compared 
with 1944/5 


Total 
this year 


No. of Week 


1945/6 


£ 
279,790 
ps.10,718,700 
$115,069 


ps.77,612,000 
ps.121,083,000 
ps.43,822,000 


£ £ 
30,900 — 10,620 
ps.322,800 +ps.37.900 
$115,069 — $6,787 


ps.2.770,000 + ps.88,000 

ps.4,266,000 —ps.50+,000 
ps.1,457,000 -+ps.117,000 
ps.3,391,990 —ps.43,010 
36,527 1,248,206 
160,025 
369,575 
os.14,678,1CO 
305,400 
$1,181,408 
$225,067 
493,775 
ps. 7 796, = 


A ha 


G2, 029, 2 
996,.61 
¢613,000 


“19,175 
1,698 311 
12.613 


7,725,250 
11,477,000 


G2, 150,691 
1,068,462 
¢620,000 


31 835 
1,818 '889 
9,033 


8,214,500 
11,098,750 


62,000 
1,230 
15,038 
585 


489,250 
8,000 
t 


1,492 
17,136 
1,138 
836 
14,310 
24,052 
193,359 
426,246} 


225,870 
950,694 
548,140 


99.122 
3,440.923 


a 
+ 
+ 
nal 
+ 
oF 


49,506,720 4 
880,411 — 


t Receipts are calculated @ Is. 6d. to the rupee 


£ 
257,340 + 
ps.10,114,500 
$121,856 


ps.75, 704, 000 

ps.1 16,598,006 
ps.40,991,000 

ps.109,113,747 ps.106,038,450 


1,319,127 — 
ps.14,420.900 
257200 
$1.024'54/ 
$236.062 


439,07> 
ps.13, vty: 600 


225,120 
920,575 
514,206 


100,474 352 
2,413,177 _ 
6,174,663 6.069.663 0 
3,527,802 


Aggregate traffics to date 


Increase or 
decrease 


£ 
22,450 

+ ps. 604 200 

* $6,787 


+ps.1,908,000 | Ord. Stk. 
+ ps.4.485,000 | Ord. Stk. 
+ ps.2,831,000 »” 
+ ps.3,075,297 » 

- Dfd. 


70,921 | Ord. Stk. 
9.639 Stk. 

| Mt.'Deb. 

Ord. Stk. 

Ord. Stk. 


5 p.c. Deb. 
Ord. Stk. 
Ord. Stk. 


Ord. Sh. 


Pr.Li.Stk. 
Pref. 


Ord. Stk. 
Ord. Sh. 
Ord. Stk. 


Ord. Stk. 


6 p.c. Deb. 
Bonds 


489 


489,250 


378,250 Ord. Stk. 


Ord. Stk. 


Prf. Sh. 
B. Deb. 
Inc. Deb. 


750 
30.119 
33,934 


5,978,918 | 








